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ARTHUR R. THOMPSON, Colorado building. 


Thompson & Van Sant. 


CHARLES CONRADIS, 603-604-605 Westory 
bidg.; practice before the Interstate Con 
merce Commission and all Courts. 
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We still have for sale Tariff Circular No. 17A at 35 cents, Supplement 
No. | thereto at 10 cents, and Conference Rulings Bulletin No.4 at 35 


cents. 


We will send all of them, postage paid, on receipt of 75 cents. 


STAMPS ACCEPTABLE. THE TRAFFIC SERVICE BUREAU, |26 Market St., Chicago 


Mr. Shipper:- 





LET US HELP YOU on your delayed and lost shipments. 


Our charge is only 50 cents per tracing, and we guarantee satis- 


factory results, furnishing you reports as the shipment pro- 


gresses. If our services are not entirely satisfactory to you 
we make no chargee TRY US 
Respectfully, 


«sRegistered Tracer System'' 


G. W. KELLOGG, Chicagoe 





G. W. KELLOGG, 347 Marquette Building, Chicago 


Trace the following shipment: 


OO EEG Be OE Oe CEERE OT ib ede REI 5. hike Ede cke oS HOR Oks Be S| RAG ne et 
ESO IR hte ec ay | NOE Oe Se IE OE avn eaves EO oS re Re TRY Ge ey eT : 
Meee Of Laeding taseed WS. 6 oo. ised. oe ees | gpg tar aneeeee aaa ee CR CEN 5 adden awe ¢ PRBDE. «caine 


Your charge to be 50 cents. No charge if results not entirely satisfactory. 
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RAFFIC WORT 


——— TRAFFIC BULLETIN AL) 


A weekly publication designed to fulfill the needs of shippers, 
carriers, lawyers and all others who desire to keep abreast 
with the developments in the traffic world. 


Published every Saturday by 
THE TRAFFIC SERVICE BUREAU 
at Chicago, Ill. 
Copyright, 1910, by The Traffic Service Bureau. 
ISSUED IN TWO PARTS—PART ONE 
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TERMS OF SUBSCRIPTION 


Ge WOE haiecccdn acne’ Ceddc Dap PS cv dhédbetechiewatectaerel $10.00 
ies I 6. bib 4 his 0c ene ctceen sedans cheees we 0Gascens ocho cdeer aaa 
oe ee a re ae ere 6 et er yy 3.00 
Single COPleS ..... cc cwccccccccceccccerceserscscessessccsoess - 


All subscriptions are payable in advance and renew auto- 
matically at end of period unless specific notification to contrary 
is given to publisher. 

All remittances should be made payable to order of THE 
TRAFFIC SERVICE BUREAU and should be in Chicago or 


New York exchange. We have to pay exchange on checks on 
outside banks. 
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ADVERTISING RATES 


Advertising rates will be made known upon application to 
the Chicago office. 
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SPECIAL SERVICE 


THE TRAFFIC SERVICE BUREAU has facilities for 
securing any special information upon traffic matters desired. 
This includes examination of records, copying reports and tariffs 
or compiling data upon traffic affairs, either from the records of 
the Interstate Commerce Commission or from the records of 
any of the various state commissions. Charges for this service 
are based upon actual time consumed and are extremely low. 
Tell us what you want and we will tell you what we can do. 
Chicago Office . . . . - + «+ «© «© «© «© © « 126 Market St. 


Washington Office. . . . 603-605 Westory Building 


Saturday, October 1, 
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Interstate Commerce Commission 








Every branch of the Interstate Commerce Commis- 
sion has been all the summer season under a great 
pressure of work. Vacations have been sacrificed to the 
immediate attention required for the new problems inci- 
dent to legislation of the last Congress. The public 
must realize, after a moment’s reflection, that this 
cannot be otherwise with the added responsibility and 
no increase in force. 

In order to give those things precedence calling 
for preferred attention under amendments to the inter- 
state commerce law, there must be some postponement 
of the less essential matters. We say this in a proper 
explanation of the huge volume of important business, 
thrown almost without notice into control of the Inter- 
state Commerce Commission. and the various depart- 
ments, and knowing that the entire machinery is giving 
its best efforts to the most satisfactory treatment of 
conditions, as now confronted. 

A. systematic program is being evolved and quite 
rapidly, taking all circumstances into mind, and our 
feeling. ig that great credit is due to all those who 
are responsible for applying the new regulations. 
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WHOLE PEOPLE CONSIDERED 


Safety of Passengers and Employes and Efficiency in 


Service, Main Factors in Justifying Any Rate 
Increase—Wage Schedules Important 
but Not Basic Influence 





Washington, D. C., September 30. 
—In the presentation by the railway 
companies as a reason for advancing 
rates, the increase in the cost of 
labor, we feel that the least im- 
portant reason has been disclosed. 

The real merits of the railway 
case are what the_ transportation 
companies properly require for in- 
suring the public welfare. This is 
a broad question and means. ob- 
servance of the laws affecting the lives of passengers 
and employes, the maintenance of highways so that, 
excepting unusual or extraordinary conditions, safety 
is reasonably certain. It covers the wide question of 





equipment to care for those sections where products 
are lost because they cannot get to market, takes into 
account overhead tracks in our large centers, and bet- 
ter or more sanitary passenger stations to relieve con- 
gestion and contribute to comfort and health. It in- 
volves more commodious and better arranged freight 
stations, more yard room everywhere, longer sidings 
and more of them, and affects all classes and every 
individual in some way. 

If we pay more, we feel less aggrieved if we get 
some of the benefits. A large surplus in excess of 
the cost of operation and reasonable interest charges 
would not be refused hastily, if the reasons for asking 
rates to provide it were shown to be those enumerated. 
We can all see that there is a necessity for expending 
much money for the improvements we have mentioned, 
and we desire the. railways to have it. 

We cannot see why, however, as the most important 
reason transportation advances the phase, that con- 
tributes alone to the good of one class not at the pres- 
ent time sufferers as compared with other forms of 
employment. To take them into full consideration as 
an important factor in the general increase is only 
right and proper, but to make them the basis of their 
defense, is getting away from those causes that 
more deeply into this important question. 

It may be an unpopular form of opinion to thus 
express ourselves, but we are convinced of the justice 
of looking into this question with an analysis that is 
as broad as the nation, and that leaves no one, not 
even the most helpless, out. Candor and frankness 
along the lines of public necessity and welfare will be 
listened to with respect and confidence, while restric- 
tion to one factor in our industrial life for the moving 
cause has not the force, with the public, of a broader 
appeal. 

If the railways are warranted in increasing rates, 
the grounds for an advance are more comprehensive 
than a restriction to only one element in business life, 
and the presentation ought to be treated in its relation 
to all the people. W. B. B. 
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WESTERN RATE HEARING ENDS 





Railroads Complete Presentation of Their Case—Ship- 
pers to Be Heard Later—Adjournment Sine Die 


The hearing on proposed advances in commodity 
rates in Western Trunk line, Trans-Missouri and Illinois 
Freight committee territories, which has been in session 
at Chicago before members of the Interstate Commerce 
Commission since September 19, adjourned early Thurs- 
day afternoon sine die. 

It is probable that the hearing will be continued in 
this city the latter part of November, but before what 
Commissioner or on what date could not be determined. 

A full account of the sessions from the time the last 
issue of THE TRAFFIC WorLD went to press to adjourn- 
ment follows: 


Wind Up Hawley Testimony. 


Continuing his testimony Friday, Mr. Bierd, general 
manager, declared that it was not only the increased 
rates for the Iowa Central and the Minneapolis & St. 
Louis that was wanted, but the effect this advance would 
produce on the securities of the roads. 

General Counsel George Seevers then said the Iowa 
Central and M. & St. L. weer ready to rest their cases 
with the evidence already presented. 

Missouri Pacific Opens Case. 

James C. Jeffery, commerce counsel of the Missouri 
Pacific, then announced his road was ready to proceed. 
S. B. Schuyler, general auditor, was placed on the stand. 

Exhibit No. 1 was a comparative statement of the 
income account for eleven years: 





























1900. 1910. 
Average mileage ........+-++-e0- 3,552.44 3,882.49 
Freight OS SS eres $ 11,149,403.97 $ 18,834,640. 76 
Passenger revenue .........++-+- 2,888,384.38 4,778, 778.35 
eS Teer TET TTT e Th 742,684.32 764,348.77 
Express TeEVeNUe ....--. eee ee eees 242,408.93 521,519.61 
Miscellaneous revenue .......«+.+. 1,253,781.78 1,202,958.65 
Total operating revenue........ $ 16,276,663.38 $ 26,102,246.15 
Maintenance of Way and Struc- , 
tues oe Ss ae a eal Wao Veale webs $ 2,718,958.77 BY 4,008,384.08 
Maintenance of Equipment....... 2,104,550.31 3,963, 296.65 
Traffic and Transportation Ex- “Gilg: 
peness einkn dee % area at phraet 6,797,657.69 11,197,415.27 
General Expenses .......-.ss+e00: 328,428.01 759,913.12 
Total operating expenses....... $ 11,949,594.78 $ 19,929,009.12 
Depreciation «......cccesccscesses 124,060.24 1,055,563.54 
Total, operating expenses....... $ 12,073,655.02 $ 20,984,572.66 
Ne rating revenue............ $ 4,203,008.36 $ 5,117,673.49 
MEME icct, se. thee eeal. 744,843.15 1,008,005.74 
Operating income es te wie eve ined $ 3,458,165.21 $ 4,109,667.75 
Deductions, including interest on : 
current liabilities .........-+++.-. fk sc tceee os 
Betterments on leased limeS...... 0  «.cereeeeeee 493,023.74 
Net operating income........... $ 3,376,087.22 $ 3,616,644.01 
Cos f Road Equipment......... $117,792,747.00 $145,288,225.00 
Meters fed bites, tes, cc. 3479.59 3,781.70 
Average cost per mile............ $33,852.48 $38,418.76 
Per cent on investment........... 2-87 _2-49 
Operating ratio, per cent......... 74.18 80.39 


Cost of 


Miles toad and Equipment. Net Capital Liabilities. 
Owned. Total. Per Mile. Total. Per Mile. 

1900... .3,479.59 $117,792,.747 $33,852.48 $112,558,461 $33,348.20 
1910...3,781.70 145,288,225 38,418.76 143,898,571 38,051.29 


Mr. Jeffery explained that’ in the statements sub- 
mitted securities issued to purchase securities in other 
roads had been excluded; the effort here made was an 
attempt to show just what capital was applicable to the 
Missouri Pacific system used in transportation. 


A report of July earnings followed: 


Increase over 














Item. July, 1910. July, 1909 
Rail operations: e : 
DROIMMt  POCOUUG | ons See cee, che recces $1,432,395.34 *$ 54,795.08 
Passenger revenue ........0..cessee8 432,623.73 * 10,477.76 
Other transportation revenue........ 172,222.10 9,900.82 
Non-transportation revenue ......... 48,052.50 2,903.41 
Total operating revenues........... $2,085,293.67 *$ 52,468.60 
Maintenance of way and structures. .$ 339,826.42 $ 27,419.77 
Maintenance of equipment........... $42,176.27 * 16,515.56 
TERENC SRPONGOS pa b.004:4 08 osc cc0s Vode 57,908.10 2,859.47 
Transportation expenses ......-..+... 882,735.73 108,819.50 
General GXPOENSED ...cseccecscsceccncs 69,219.90 7,380.46 
Total operating expenses........... $1,691,866.42 $129,963.64 
Net operating revenue............. $ 393,427.25 *$182,432.24 
Outside operations: e 
TOtel TOVOUMGS: oh cies ded deve cgeeoccs x 6,458.85 *$ $10.27 
ee SED ia 5 6-5 ch aes -6n ts ced aclecses 8,786.90 ° 2,583.92 
ED ob Jie tee Beek waive bite ned *$ 2,328.05 *$ 2,173.65 
Total met FOVEMUC.....cccscccsesccece $ 391,099.20 *$180,258.59 
One-twelfth of annual taxes......... $ 83,500.00 $ 3,099.00 
Coparesis BOORNS i asic ny oases Fen dct oe $ 307,599.20 *$183,357.59 
Miles of line operated (single track) on July 31, 1909, main 
SME icanisenieened ooh need CESS) wae Fete 4e Gre Fate og ¥en wig 08 OOa01 
Cu Sear Oh, TRG, RAD TIO. 6 occ c ces cthcme Gime ewes 6.3, 915.64 
*Decrease, 


What Increase Means to M. P. 


What the increased rates would mean was shown 
in the following: 


MISSOURI PACIFIC RAILWAY CO. 


Statement Based on Actual Traffic Handled in Months of Octo- 
ber, 1909, and April, 1910, Showing Effect of Revenue 
Account Suspension of Rate Advances in 
Tariffs as per List Attached. 


Gross freight revenue as assessed on com- 
modities affected 


Spies ye PP & FF ee RTE x 94,863.51 
NEE “aE 0 a: cashes tednditcnnn oe & hE Gebodincetbice ice 4. headin 16,706.33 
Percentage of increase on commodities 

NEL 5-605 amides coe edd a hoecnedthe cepmnenn 17.61 
Gross freight revenue, year 1909-10......... $18,834,640.76 
Increase for year, based on October, 1909, 

SE [TE BNO <i H:0.c dd nin bn b-csds Cpmewk ees 94,669.21 


Percentage of increase as compared with 
gross freight revenue 


Gross freight revenue, year 1909-10......... $13, 834,640.76 
Gross freight revenue, October, 1909, and 
Pa: TE nk i ve cane ene bees dad be ante ckeas 3,323,257.04 
Percentage of year’s traffic handled in Octo- 
ber, 1900, amd April, 1916.......cccocewce 17.65 
(Increase for year determined by multiplying increase for 
the two months by 5.667. 
Percentage of gross freight revenue for year not affected 
by suspended rates, over 97 per cent (97.15 per cent). 


Increase. 
Tariff Nos. W. T. L. 1D, M. P. 17D and I. C. C. A115, 
applying on classes and commodities, between Missis- 
sippi river, Chicago, etc., and Missouri river points. .$ 3,895.61 
Tariff Nos. W. T. L. 18C, M. P. 1223C and I. C. C. 
A149, applying on classes and commodities, between 


Mississippi river, Chicago, etc., and points west of 
DROUG TOOE dh disci Site se cb04 s 25s 0 CU Re be bv eee ceds 


Tariff Nos. W. T. L. 52, M. P. 3169 and I. C. C. A138, 
applying on classes and commodities, between Missis- 


sippi river, Chicago, etc., and points in Wyoming on 
U. P., C. & 8S. and C. & W. Rys 5.34 


es 


Tariff Nos. W. T. L. 33A, M. P. 2500A and I. C. C. A98, 

applying on classes and commodities, between Mem- 

phis, etc., and points west of Missouri river........ Nothing 
Tariff Nos. M. P. 1275A and I. C. C. 1591, applying on 

classes and commodities, between Missouri river 

points and Missouri river points and west........... 1,155.30 
Tariff Nos. M. P. 1221A and I. C. C. A1216, applying on 

classes and commodities, between Mississippi river 

points and points in Missouri, east of Pleasant Hill.. 171.62 
Tariff Nos. M. P. 2279A and I. C. C, A1595, applying on 

commodities, between + Missouri river points and 

ge Re SD eS eer rear ar ae Nothing 
Tariff Nos. M. P. 2700A and I. C. A1482, applying on 

commodities, between Missouri river points and points 

GE Ges OE ae BO Co dcac cnt inbed waked as een baancee Nothing 


Tariff Nos. M. P. 1313 and I. C. C. A1510, applying on 
commodities, between Missouri river points and points ; 
is a A I i a Nothing 

Tariff Nos. M. P. 2352 and I. C. C. A1593, applying on 
classes and commodities, between Missouri river 


9559.28 


points and points on the C., St. P., M. & O. Ry., G. 
Me te. Gee as ee. E.R eRe cde Nothing 
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Commod 
Agricultural 
CS Ss ee 
Asphaltum 
Alfalfa mea 
BON cawee ai 
Bagging 
Bottle caps, 
Bottle wrap 
i I 
Copper mat 
Cullet (brok 
Cans 
Cement 
Fiber cans 
Fresh meat 
Furniture 
Locomotives 
Melons * 
Mineral wa 
Miscellaneou 
Miscellaneou 
Pipe, iron, ; 
Pig iron an 
Roofing and 
Roofing, pre 
Roofing, tile 
Railway ma 
Silicate of s 
Soda ash 
Salt cake 
Stone 
Stoves ..... 
Scrap iron, 
Sulphate of 
Vinegar ‘ 
Wine and w 
Zine ore (W 
Zine concen’ 


Total 


Mr. Je 
Western F 
tween 30 ¢ 

Mr. S 
shippers’ < 
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Mr. Lu 
Gould road 
Telation w 
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Fiscal 
Yea rs 
Ended 
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eee 
ns RS 
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over 
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Yo.08 
44-40 
OULS3 
03.41 


68.60 


19.77 
15.56 
9.47 
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80.46 
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Octo- 


17.65 
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iffected 
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3,895.61 
9 559.98 
5.34 


Nothing 


Nothing 


Nothing 
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Tariff Nos. M. P. 25386A and I. C. C. A1594, applying 
on commodities, between Missouri river points and 
points on the I. C. R. R., M. & St. L. Ry. and N. P. 
RY, | 5. uc® CAeie ab RAin ed Ed Views b & tet ho BO be oh eee Nothing 
Tariff Nos. M. P. 3802 and I. C. 3337, applying on 
melons, between points on Mo. Pac. Ry. and Mis- 
sissippi River, Peoria, Chicago and common points... 83. 
Tariff Nos. M. P. 172J and I. C. C. 1627, applying on 
white sand, between Grays Summit, Pacific, Silica, 
Mo., and points east of the Mississippi river....... Nothing 
Tariff Nos. M. P. 1398B and I. C. C. A1554, applying on 
ent, between Altoona, Gas, Fredonia, Iola, Inde- 
pendence and Neodesha and points on Mo. Pac., 


Se) 
cl 
(<) 





Peoein, - Gee Mt nsks 3506 0K chau cy cdccEratesadener4 2,794.02 
Tarif M. P. 2101 and I. C. C. A1196, applying on 

ement, between Altoona and Neodesha and points on 

hcg: Ts Re Bs MA Ree 060 ke 049 0abteetin dan sh ebersweKe Nothing 


Tariff Nos. M. P. 1392 and I. C. C. A1157, applying on 
umber, between Missouri river points and points on 
Mo. Pac. Ry. west of Missouri river................. Nothing 
Tariff Nos. T, M. 11H, M. P. 1192B and I. C. C. 1238, 
applying on classes and commodities, between Mis- 
souri river, Mississippi river, Chicago, etc., and Col- 
orado common points 6,041.43 








$16,706.33 
EFFECT OF PROPOSED ADVANCES BY COMMODITIES. 


M. P. Revenue 














Commodity— as Assessed Increase 
Agricultural implements .................. $ 72.92 x 12.82 
A & a latbed athe wein.das ONO Ces 2 Oh ba wee ta ceben 736.83 82.20 
SEY bhi bch, Sacain 03 0%- Gabe a aah c sd cue baie 375.00 34.42 
ENE, IPA e550 Fovb cs A000 8.0000 keedaeneb abe 350.16 62.59 
GAC URy i nin deaie eek Aigo 4% araid bend ie hiead 19,819.08 3,107.77 
I Attia e Gy <.c 2b Vibe ew bans bee eherédb st 2,601.8 293.68 
eer MES Me Bad. sacs 0 oe cn crak anode 13.33 8.21 
WOE 3's oo vc'b.0 + ace ddeesewraayh oud 300.91 39.01 
ele aed ne a, dein bw 4 0,6 08 4:6 6 C4 RG 377.74 104.02 
MP no 6 Grae whe 6's we’ v.90 bb e's Se 21.11 9.98 
Cee, OUND. oso, db ebiccseencen ens 252.39 44.03 
ENN ‘nite CMe Pacrettiadeare 6 Hack w Siltia uneld abe mene aakal A 361.70 240.92 
CONNER. b ardeacd Hk Ono 6 bivgwia pd es othawee eens a 13,286.27 2,794.02 
SERRE, Sa ee ren ee ee es pene 64.33 
Fresh meat and packing house products... 667.91 
DE ONS 6 ato 6040s p0%6-0bb Vea dneroseeess 195.90 
RIN ics 6s i snake asd, bie 9:0 aarp inoue eee eae tow 11.27 
EE a eirlaeléstnitle uk tires obGan ow deen es aGales te 83.73 
SE I 3.4.0 ale db: ache auleiiie 664i bab bee a 56.27 
Sd i ak Bs a wet ene 6 wid 8 baie : 882.35 
Miscellaneous iron articles................. 784.24 189.74 
PG, PO TCC so o-c ' ic 6s cease ccevece 13,534.62 879.27 
(OR OO RES SS SE eee 3,578.45 897.57 
ioofing and building paper................ 2,672.20 448.09 
I cose dc. cheCreevanséeeness 00.94 62.25 
i WEEE ois oh & 04-4 am bate beta ba bore tnes 271.56 49.37 
Railway material, steel rails and fasten’gs 2,830.27 474.30 
SS Fe Per ere rag ea 37 38.07 
CO doe Bin co hss awn. e 6 0 Gb tues 80 eb de 22 33.09 
RE Ee ei ey cee Ge an ey meg 3.58 341.03 
A Leal titcae oc edarw he +Wds Feb nS beds R aS .60 48.91 
NS cal aa dell ust Ee nina cA a as odrwaeeedl.n 68h 3.52 70.96 
Scrap iron, rags and PAPer........seeeseees .24 1,000.49 
DURA “GE MUNI. irc ccc csecccsecesens 7.05 23.24 
etd. Sel ke ds eee wii waned .64 34.44 
I EE 6 ait oinin 9.6 ha dmes Own Vees set 2,915.30 554.22 
ee | OO OCTET CT Tee 3,366.03 764.88 
Zinc concentrates (eastbound) ............ 5,494.99 1,900.98 

A ERI Pare Dee fr pee eee $94,863.51 $16,706.33 

Mr. Jeffery stated the D. & R. G. owns two-thirds 
Western Pacific stock. The Missouri Pacific owns be- 


tween 30 and 40 per cent of the Rio Grande stock. 

Mr. Schuyler declared, replying to questions from 
shippers’ counsel, that stock had been issued by the 
Missouri Pacific to purchase the D. & R. G. securities. 

Mr. Lust wanted details of contracts between various 
Gould roads. Particular inquiry was directed toward the 
relation with the’ Western Pacific. 

C. J. McPherson, assistant to the general manager, 


SRE ESI Sabet en, aii ae eet aaa tae) 

Years Gross P. Ct. of P. Ct. of 

Ended Operating Increase Increase 

June 30. Revenue. Over 1900. Wages. Over 1900. 
AG i. GU $26,102,246.15 60.4 $13,646,413.32 101.8 
eS 29,143,307.62 42.2 13,062,119.64 93.1 
ne doers 22,445,409.20 37.9 11,512, 867.73 70.2 
rage 24,750,200.41 52.1 11,647,568.04 72.2 
BIOR in sein dipcens 23,390,918.37 43.7 10,827,988.80 60.1 
a CEES 23,493, 237.22 44.3 10,415,652.48 54.0 
sg SC its 23,783,559.49 46.1 10,493,424.60 55.2 
S008 3. ee ce 21,706,414.91 33.4 9,257,114.40 36.9 
4 ee 19,781,335.01 21.5 8,239,900.80 21.9 
i: a a 18,423,300.90 13.2 7,444,506.36 10.1 
WOOO bee oss 16,276,663.38 “Pee 6,763,395.00 
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was the next witness called. He stated that there has 
been an increase in the cost of maintenance and opera- 
tion, particularly since the close of 1906. The causes 
of this seemed, to the witness, to be: Increase in the 
rate of pay of employes; modification of working condi- 
tions; an increase in the price of fuel; advance in the 
cost of crossties and some materials that enter into rail- 
way maintenance and operation; increase in cost of ter- 
minal operation; freight loss and damage claims, and in- 
crease in personal injury claims. 


Wage Advance Noticeable Since 1901. 


The increase of wages and modification of working 
conditions has not been altogether in the last three or 
four years; the advance became noticeable in 1901. That 
year marked a differentiation in pay between local and 
through freight service and in pay according to the size 
of the engines. Local freight trainmen received an ad- 
vance of 8 per cent. In 1903, wages of trainmen in 
freight and mixed service were increased 15 per cent. At 
the same time the practice of doubling engines to in- 
crease tonnage was discontinued. This was succeeded 
by various other increases, the total of which is sum- 
marized in the following table: 


- Payroll Increase. —— 
Nov. 1, ’06, to Aug. 31, 10. 








Amount Per Cent 
Annually. Increase. 
Yard switchmen 25.6 
Other yardmen 24.1 
Locomotive engimeers ..........se2e5: 8.5 
Locomotive firemen and hustlers...... 18.3 
Conductors and other trainmen........ 11.8 
TROT NOTE anc ccc tee coke eyes lonsee sae 18.7 
DEROEEE. vcp bai onedebcves Obed escces se 17.6 
BOROPTI OTS <ic cc ccc c cbelocwsice baveees 2.9 
PRED. gk oe 6icts da vadepadeesos ens 5.7 
Boilermakers’ helpers ..........c.ss0-- 8.3 
Boilermakers and helpers...........--- 7.9 
Blacksmiths and helpers............... 18.3 
CONE on o5u 4 bee 5.8 le OH 4 Sad ele RAEN 0 4qe2 6.1 
Tinners and pipe fitters................ 12.9 
Unorganized labor, including agents 3 
SE GREED os bwen. chested chad chee eesess 434,256.26 20.4 
RE. aipawnn scenic tek se bees eee ed $1,213.342.66 15.7 
Total number of employes affected prior to 1910............ 10,995 
Total number of employes affected January 1, 1910, to 
po: : eae | Re era A Prete erent it Poe re rate ee eer 6,922 


Mr. Jeffery wanted to know whether the wages to 
organized labor went down in 1907. The witness an- 
swered in the negative. Mr. McPherson also testified 
that demands for increased pay to the locomotive engi- 
neers were now pending, and that he understood demands 
were being formulated by the conductors and trainmen. 

The average cost of fuel per ton in 1901 was $1.30; 
this increased in 1909 to $1.40 plus. The fluctuations in 
the interim put this up to as high as $1.50. The witness 
stated that the Missouri Pacific uses about 4,000 tons a 
day. Present fuel contracts have expired, and the oper- 
ators declare that an advance of from 15 to 25 
per ton will be necessary. 

A comparative statement of gross operating revenues, 
wages paid and other operating expenses, follows: 


cents 


Px Ce. P. Ct. of 


of Wages 





P. Ct. of Total P. Ct. of Wages to Total 

Other Increase Operating Increase to Gross Operat’g 

Expenses Over 1900 Expenses Over 1900 Revenue Expenses 
$7,338,159.3 38.2 $20,984,572.66 73.8 52.3 65.9 
6,486,113.73 22.1 19,548,233.37 61.9 56.4 66.8 
7,078,433.67 33.3 18,591,301.40 54.0 31.3 61.9 
5,963 ,967.41 2.3 17,611,535.45 45.9 47.1 66.1 
6, 283,184.28 18.3 17,111,173.08 41.7 46.3 63.3 
7,144,884.16 34.6 17,560,536. 64 45.4 44.3 59.3 
7,138,775.05 34.4 17,632,199.65 46.0 44.1 59.5 
5,921,187.68 11.3 15,178,302.08 25.7 42.6 60.9 
6,121,745.86 15.3 14,361,646.66 19.0 41.7 57.4 
5,369,924.76 1.1 12,814,431.12 6.1 40.4 58.1 
5,310,260.02 ate 12,073,655.02 Sty 41.6 56.0 
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Mr. McPherson was on the stand when the hearing 
adjourned. 


1910 Railway Totals a Surprise. 


Consjderable interest is being displayed in the ad- 
vance 1910 totals for all the roads reporting to the 
Interstate Commerce Commission, which were made pub- 
lic last Friday night. These show that the total oper- 
ating revenues for the fiscal year approximated $2,779,- 
246,000, an increase of $335,934,000, or about 13.75 per 
cent, over the total of 1909, $2,443,312,000. 

Net operating revenues, on the other hand, were 
about $938,121,000, as against $827,815,000 in 1909, an 
increase of $110,306,000, or an increase of about 13.33 
per cent, 

Shippers point out that these figures seem to show 
adequate compensation on the capital invested in 1910, 
despite the fact that this year was affected by large 
wage increases, abnormal weather conditions and large 
expenditures for maintenance. 

Compared with the per mile statistics for the two 
years preceding, the following is revealed: 

————— Per Mile of Line. ————— 


Total Total Net Rail 


Average Operating Operating Operating 


Year. Mileage. Revenue. Expenses. Revenue. 
Sy oe ie 236,690 $11,742 $7,778 $3,964 
ST, coda ntde-aee 233,002 10,486 6,933 3,553 
© oo, Susie see 228,165 10,613 7,934 3,219 


Lane Corrects Misstatement. 


” 


“Gentlemen,” said Commissioner Lane at the begin- 


ning of the Saturday session, “in opening this morning 
I want to refer to a statement which is accredited to me 
in the newspapers with relation to Mr. Ellis’ testimony 
of the day before yesterday. I am credited in some pa- 
pers with having given an interview and in others with 
having made a statement, and I wish in that connection 
to read briefly from the testimony, so that the news- 
papers may correct the statement which has been made, 
and which is garbled, and does not give a correct repre- 
sentation of what was said during the examination: 

“Mr. Ellis was under examination, and I said to him: 

“*But, as conditions are, you suffer because you have 
got too much business? 

““Mr. Ellis: We will continue to suffer. The more 
business we get the more we will suffer. 

“*Commissioner Lane: The misfortune you labor un- 
der is having too much traffic to handle? 

“*Mr. Ellis: Yes, sir, under present conditions. You 
lose more money every time you take on a thousand tons 
of freight. 

“‘*Commissioner Lane: As the country develops nec- 
essarily with your railroad service there will be more 
freight delivered to you, and, therefore, with the condi- 
tions as they are at present, necessarily rates have got 
to be increased. Now I regard that as a serious matter 
to this whole western country. If there is to be a pro- 
gressive increase in railroad rates, and no stability, then 
certainly we have got to find some basis upon which we 
can work this problem out upon another line. 

“*Mr. Hanson: Now, Mr. Commissioner— 

“*Mr. Ellis: There is only one other line. 

“*Mr. Hanson: Wait a moment, Mr. Ellis. If your 
unit cost increases and your tonnage is increasing, it 
takes an additional investment of capital all the while 
to handle that increased tonnage, I assume, so that you 
have got an increased cost of the machine all the while, 
and if your tonnage is increasing and your cost of han- 
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dling it is increasing and your unit cost is increasing, 
and your unit revenue is decreasing, why, it seems to 
me, as Mr. Ellis states, the two lines are bound to meet, 

“Mr. Ellis: The return on capital reduces, and as 
soon as we lessen that much more you can’t get the 
capital to do the business. 

““Commissioner Lane: And there is no time you 
can fix when we would get to the rate that would be 
regarded as the maximum?’ 

“Now I think if the reporters will take the transcript 
of it and look over it they will see that the statements 
which have been published in the papers as having come 
from this bench were entirely misconstrued.” 


Continue McPherson Examination. 
The examination of Mr. McPherson was then re- 
sumed. The following exhibit was filed: 


Income Account for the Year Ended June 30, 1910, with the 
Estimated Increase in Wages Already Allowed and the 
Anticipated Increase in the Price of Coal. 







Estimated, 
1910. 
Pe me ere es 3,882.49 
eS, Os ca nes o4.0b6d 3 REGO R ee wed ccksccneete $ 18,834,640.76 
i Ce. Oo! ns nce autdee wi eteee bake eae ete 4,778,778.36 
NSS rin orn owe ign cleSWiew Ghse beer dan eug eee 764,348.77 
SN i i newy cue cides eld udneees eee due 521,519.61 
BEPBCSMAMOOUS TOVMUING occ ic ce wees cess ccesscesscces 1,202,958.65 
Total operating revenue...... Borer ce cece eweeeee $ 26,102,246.15 
Maintenance of way and structurés................ 4,008,384.08 
Maintenance of equipment........ccccccccescceseces 
Traffic and transportation 
GOR GIOUIIED 6 ob 0. enin 0 600K SRC EA Cas OKs UES ROSS 


Anticipated increase in operating expenses, based 
on wage increases already allowed and estimated 
increases in price Of CO@l].......ccceccccscccecece 


OE. vk « Maleh bss 6 OCC Cin ded deena se esceeeess $ 
Depreciation, judgments and costs of suits, rentals 
of joint facilities and other like items charged 


direct to income and profit and loss accounts.... 1,055,563.54 
Total operating EXPENSES. .........eeceeceeesees $ 21,759, 954.89 
Net operating TeEVEMUG. 26.6 cs ssccccccccscccccsescecs 4,342,291.26 
EE 'd-cc ue OM Ok OF PERN EEH CUS boc odeceDesereVoslereS 1,008,005.74 
Operating INCOME ... 66. ccsccccsccccccccscccccccces $ 3,334,285.52 
Deductions from operating income: : 
Interest on interest bearing current liabilities.. 493,023.74 
attarmnemte On 16GNSE FMGBs 6. ccc ccccecucucwoes. ep teoee 
Total Geductions .....cccccccccecccccsecccvcces $ 493,023.7 
Net operating income to pay a return on invest- ¢ 
CO Re os Pe Pry Peek fr) Pore Tt $ 2,841,261.78 
Cost of road and equipment............2seeeeeeeees 145,288, 225.00 
Miles of road owned and leased included in in- Ce 
PPO OPE O TE TTT Cr LC 3,781.70 
Average cost per mile Of r0Ad.........eeeeeececreee 38,418.76 
Per cent earned on investment.......ceeeeeesseeee 1.96 
Distribution of total operating revenue: eee 
Operating expenses to operating revenue..... 83.36% 
Taxes and other deductions to operating rev.. 5.75% 
Net earnings to operating revenue............ 10.89% 


Mr. McPherson stated that the exhibit did not take 
into consideration possible increases that may be made 
later in the year. 


Missouri Pacific Holdings in D. & R. G. 


Reverting for a moment to the stock relations of 
the Missouri Pacific, Mr. Jeffery stated that on June 3, 
1910, the D. & R. G. had outstanding 380,000 shares of 
common stock and 497,798 preferred; of this the Missouri 
Pacific had in its treasury 148,000 common and 73,00 
preferred, or 25.1 per cent. 

Questioned as to the increased cost of crossties, Mr. 
McPherson said that for many years the Missouri Pacific 
had been most favorably situated, being able to have 
most of its supply cut on the rivers and floated to it. 
In 1906, the price was 38 cents; in 1907, however, this 
increased to 40, and when contracts were renewed the 
following year the price jumped to 60 cents. The road 
uses about 1,500,000 ties each year. 

The witness explained this increase as the tie con- 
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October 1, 1910 


tractors had explained to him. The factors given as 
controlling the advance in price were, increased cost of 
labor, the fact the producers had to go further into the 
forest to cut them, and the increased cost of stumpage. 

In efforts to increase the life of the ties, treating has 
peen resorted to by the Missouri Pacific. 

There has been no marked advance in the prices 
of other railway material since 1907. Prices for 1907 
and 1910 were on a very level basis. The price of con- 
solidation locomotives, however, has increased 16 per 
cent since 1909; switch engines have advanced about 
§ per cent over 1907 in cost. 


Safety Appliance Laws Heavy Expense. 


Continuing the direct examination, Mr. McPherson 


said that laws applicable to railway operation have also 
added heavily to the road’s burdens. The safety appli- 
ance act not only entailed a large expense for the original 
of appliance, but 

inspection and the 
at both ends of the 
tically every year. 


there is a continuous expense for 
renewal of air hose. The hose 
cars have to be replaced prac- 
The hours of service law has 
also meant a large expense to the railroads. Prior to 
its enactment the railroads had three operators working 
at every point where the duties were arduous. 
requires an additional dispatcher at 
open more than 18 hours. 

The increased expense in terminal cost due to en- 
larging the zones of free delivery is very great; Mr. 
McPherson did not believe that the delivery to various 
elevators, warehouses, etc., after the arrival of freight in 
the yard limits of the terminals, 
the rates fixed for transportation. 

Mr. Lyon interrupted to question if this last were 
true. Mr. McPherson replied that he had always under- 
stood that the rate applied only, in the first instance, to 
the road’s terminal. .Mr. Jeffery explained that in many 
cases industries were established and located after the 
rates were fixed. 

Mr. McPherson stated that he was considering the 
question from an operating standpoint. He admitted that 
the Missouri Pacific’s traffic and industrial departments 
were constantly trying to locate new establishments along 
the road’s right-of-way, often more distant from the ter- 
minal yards, but this zone enlargement increased the 
mileage haul of the freight without adding to the com- 
pensation paid therefor. 

The witness presented a statement of mileage oper- 


ated in the last eleven years. The figures for 1910 and 
1900 follow: 


This law 


every office kept 


was contemplated in 


% of 
% Inc. All % Ine. Total Sidetracks % Inc. 
Main Over Other Over Track to Total Over 
Line 1900 Mileage 1900 Mileage Mileage 1900 
1900 ....3,552 head —— ah cista 4,236 = ee gov 
1910 ...3,883 9.32 9.40 37.43 4,823 19.5 21.1 


Loss and Damage Claims Increase 170 Per cent. 


The percentage of increase of loss and damage claims 
Was shown in the following table: 


Fiscal Revenue P; Ct. P. Ct. 
Ended Mileage and Over Revenue Over 
Year Freight Train of Inc. of Inc. 
i ee $8,948,286 29.5 $2,145,788,294 71.5 
BE ais Vas eles « 8,365,883 21.1 1,868,945,015 49.4 
MR Font seus Save 7,783,066 12.7 1,818,132,867 45.3 
OC eT 8,026,176 16.2 2,067,566,798 65.3 
EE ie ei 8,221,905 19.0 1,963,410,562 57.0 
as ee 7,856,684 13.7 1,685,557,255 * 34.7 
DT 7,674,642 11.1 1,748,503,049 39.8 
Bi ees 7,041,323 1.9 1,706,442,895 36.4 
a 7,066,994 2.3 1,478,412,234 18.2 
LR 2 eae 6,730,815 *2.6 1,432,510,967 14.5 
SP aia tine's cle 6 6,907,252 Cals 1,250,893, 956 see 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 





















































Amounts PP. ct. P. Ct. P. Ct. 
Fiscal Paid of Cost per of Cost per of 
Year for Loss Inc. 1,000 Inc. 10,000 Inc. 
Ended and Damage Over Train Over Ton Over 
June 30 to Freight 1900 Miles 1900 Miles 1900 
eee $331,434.52 362.9 $37.04 257.5 $1.54 170.2 
. See 560,988.73 683.7 67.06 547.3 3.00 426.3 
ere 277,811.25 288.1 35.69 244.5 1.53 168.4 
., aS 218,820.00 205.7 27.26 163.1 1.06 86.0 
1906 ...... 2085118.55 183.7 24.70 138.4 1.03 80.7 
1905 ...... 298,149.40 316.5 37.95 266.3 ive 210.5 
1904 ...... 237,887,008 232.3 31.00 199.2 1.36 138.6 
ee | weede. 121,636.05 69.9 17.28 66.8 -71 24.6 
ran 88,719.09 23.9 12.55 21.1 .60 5.3 
Re Ss ss 59,723.68 *16.6 8.87 *14.4 -42 *26.3 
gage OR 71,584.14 newbs 10.36 suited .5T 


*Decrease. 


Mr. McPherson explained that this increase was in 
a large measure due to the substitution of automatic for 
link and pin coupling and the more fragile packages used. 
A very large element in increase has been the increase 
in the value of the goods transported. 

The large increase in the percentage of claims paid 
in 1909 over 1908 was due to the fact that a great num- 
ber had been held off because of the financial stringency 
of the latter period. 

“You 


were paying a cash dividend then, 


interrupted Mr. James. 


though?” 


“No, sir; the last cash dividend paid was in 1907.” 

Mr. Lyon then called attention to the abnormal in- 
crease since 1904. 

“What do those figures indicate?” demanded the Com- 
mission’s attorney. 

Mr. McPherson explained that in 1905 and 1907 there 
had been periods of congestion which swelled the per- 
centage of claims. 

15,000 Claims a Month. 


Mr. Jeffery stated that it was his recollection that 
about 15,000 new claims were presented each month. 

Between 1900 and 1910 inclusive personal injury 
claims jumped from $44,158.25 to $253,843.37—an increase 
of 474.8 per cent. During the same time, the revenue 
freight and passenger train miles increased 36.8 per cent. 
The cost per 1,000 train miles increased 319.7 per cent 
in the same period. The largest amount paid for per- 
sonal injuries during the period under review was in 
1905, $346,803.98—an increase of 685.4 per cent over 1900. 
This was attributed to the St. Louis exposition and the 
bad wrecks at that time. 

Mr. McPherson doubted very much if there would 
be any more injuries this year than in 1910, but the in- 
creasing cost of settlement would, in his opinion, swell 
the totals paid. 

Taxes in the eleven-year period increased from $744,- 
843.15 to $1,008,005.74—an increase of 23.8 per cent, 
while the average main line mileage operated increased 
from 3,552 to 3,882 miles. 

The next exhibit showed the following information: 





Fiscal Average 

Years Main Line Gross Gross P Ct. of 
Ended Mileage Operating Revenue per Increase 
June 30 Operated Revenue Mile of Road Over 1900 
BD fees owen tde naan $26,102,246.15 $6,723.92 46.7 
a Pree 3,880 23,143,307.62 5,964.77 30.2 
eh oO ace n0ees 3,880 22,445,409.20 5,784.90 26.2 
are 24,750, 200.41 6,378.92 39.2 
SO ree 23,390,918.37 6,028.59 31.6 
et LS 3,880 23,493,237.22 6,054.96 32.1 
2906 2c. nade com eee 23,783,559.49 6,129.78 33.8 
. eae 21,706,414.91 5,598.77 22.2 
Seer 19,781,335.01 5,208.36 13.7 
See 3,660 18,423,300.90 5,030.69 9.8 
EE scans see eene 3,552 16,276,663.38 4,582.3 ‘ 
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Fiscal Operating ing has been made. Then, if the Commission thinks 
Years Total Expenses P. Ct. of h : ‘ 
Ended Operating Per Mile Increase, that a prima facie case been been made, the Commis. 
June 30 Expenses of Road ver 190 = 4 . anor : : 
SR CE $20,984,572. 66 $5,405.61 59.0 sion should make an investigation of its own and then 
Be kcipeahns st 5's, (ow taey 19,548, 233.37 5,038.20 48.2 make its final declaration as to the case presented by 
RR oI pia te 18,591,301.40 4,791.57 41.0 3} , 
OM Ao leew cco di kaes 17,611,535.45 4,539.06 33.5 the railroads. 

BA -« GSMs ono Skee ale 17,111,173.08 4,410.10 29.7 : - 
Sl ane cates 17'560.536.64 4°525.91 33.2 The shippers feel that they cannot say what they 
CBRE ce wits wae eho ae 17,632,199.65 4,544.38 33.7 shall and will do until the Commission expresses its 
SEE: Anatp-cunve Oe walle’ a omigraie 15,178,302.08 3,914.96 15.2 tti 

NE eae xe gaan *.. 14,361,646.66 3,781.37 11.2 attitude. 

ES 5-6 Cae date < bce a 12,814,431.12 3,501.21 3.0 7 : 2 ‘ p : ew 
Shiba pobetdgicnape 12°073. 655.02 3399.11 x Mr. Norton declares that it seems to him, in viey 


This was further analyzed in the next exhibit: 


STATEMENT SHOWING GROSS OPERATING EXPENSES 
AND OPERATING EXPENSES PER MILE OF ROAD BY 
YEARS FOR THE PERIOD 1900 TO 1910, INCLUSIVE, 
EXCLUDING DEDUCTIONS ACCOUNT DEPRECIATION, 
JUDGMENTS AND COSTS IN SUITS, ETC., CHARGED 
DIRECT TO INCOME AND PROFIT AND LOSS ACCOUNT. 


1900. 1909. 1910. - 
Average miles operated 3,552 3,880 3,882 
Maintenance of way * Bhs Seles 
and structures ...... $ 2,718,958.77 $ 3,470,429.85 $ 4,008,384.05 
Per mile of road op- f 
RMN. odin obi Hes e dee 765.47 894.44 1,032.50 
Maintenance of equip- a 
PE’ sobs isevdeeochu 2,104,550.31 3,712,769.22 3,963, 296.65 
Per mile of road op- . 
i, a er ere 592.50 956.90 1,020.94 
Traffic and transporta- he She 
| eR Saree 6,797,657.69 10,169,775.84 11,197,415.27 
Per mile of road op- 
WE. kviccsitivess cut 1,913.78 2,621.08 2,884.45 
General expenses ..... 328,428.01 755,338.33 759,913.12 
Per mile of road op- ‘ee 
SEE  Gbeeuescess ces 92.46 194.67 195.71 
Total operating ex- 
penses ............+.$11,949,594.78 $18,108,313.24 $19,929,009.12 
Per mile of road op- 4 . 
DEE ope Viwis cess 0 3,364.19 4,667.09 5,133.70 


The efficiency and use made of freight car equipment 
in the last nine years was shown in the following table: 


STATEMENT OF EFFICIENCY AND USE MADE OF 
FREIGHT CARS. 





Fiscal Average 
Year Average Tons Per Cent Average 
Ended Capacity Hauled of Capacity Tare 
June 30. (in Tons). per Car. Used. Weight 
. aa 16.34 51.06 17.57 
SSA Aree 31.78 15.92 50.09 17.51 
Ser 31.29 16.50 52.73 16.38 
es 5 ages 6b. 6.8 29.67 17.32 57.99 15.08 
RN Sue's « dbiete 28.97 16.91 58.37 14.88 
SR Tan beth 6 27.51 15.13 54.93 14.58 
Na 5 o% 00% «0:0 27.36 15.34 56.07 14.00 
ee 26.72 15.62 58.46 13.72 
| Ste A: A 25.53 14.34 56.17 12.76 
Fiscal Average Total Per Cent 
Year Tons Weight Per Cent Non- 
Ended Hauled Tare and Revenue Revenue 
June 30. per Car. Freight. Tons. Tons. 
| eae 16.34 48.19 51.81 
47.62 52.38 
51.76 48.24 
53.46 46.54 
53.19 46.81 
9.71 50.93 49.07 
29.34 §2.28 47.72 
29.34 53.24 46.76 
28.10 51.03 48.97 





Mr. McPherson was still under examination when a 
recess was taken till Monday. 


Will Shippers Present Evidence? 


When the hearing resumed at 10 Monday, Com- 
missioner Clark—the only Commissioner present—asked 
what were the plans of the shippers with regard to the 
presentation of their evidence. 

Mr. Atwood stated that it had occurred to the ship- 
pers that the Act of June 18, 1910, was in effect a proc- 
lamation that rates in effect January 1, 1910, were high 
enough, and that the railroads must show such a change 
as to warrant the Commission to say that conditions 
have been so changed as to require higher rates. There- 
fore, it seems to the shippers that the first thing neces- 
sary after the carriers have rested their case, is for 
the Commission to declare whether a prima facie show- 


of the expressions given the press, purporting to come 
from the shippers prior to the investigation, that the 
shippers should present their evidence to the Commis- 
sion the same as in any other case. 


Denies Shippers Shift Ground. 


Mr. Lust followed with the statement resenting Mr. 
Norton’s imputation that the shippers have shifted 
ground, and declared that he agreed with Mr. Atwood 
that the shippers should wait until they know what evi- 
dence the Commission may compile. At any rate, more 
time was wanted, 

Mr. Norton replied that he had no objection to giy- 
ing the shippers time to digest and prepare their ex- 
hibits. ‘ 

Mr. Thorne declared that he really felt that the bur. 
den of prosecution in the interests of the public rested 
with the Commission. However, the shippers would be 
willing to hold a conference and try to reach some plan 
of presentation, if the Commission so desired. 

Mr. Atwood reiterated his belief that the Commis- 
sion should first decide whether a prima facie showing 
had been made and then, if an investigation is to be 
made, the shippers would be willing to give any assist- 
ance desired. 

Commissioner Clark declared that he did not think 
the present case analogous to an investigation under 
the new act with respect to increases subsequent to 
January 1, 1910; this proceeding had arisen from differ- 
ent causes. He had understood that the shippers wanted 
to present evidence. As to what compilations were to 
be made by the Commission, he did not know. Of 
course, all records on file with the Commission or publi 
government documents may be considered as evidence 
in the case and may be referred to by any party to 
the case. He felt that the Commission should know 
whether the shippers desired to submit any testimony 
and whether they were ready to go on when the rail- 
roads had finished their case. 

The consideration of the record in the case by the 
Commissioners will be no pastime; public clamor for a 
decision will probably come within a week after the 
evidence is in; therefore, all light and possible assist- 
ance should be given. 


All Parties May Be Heard, 

The Commission will give every party full oppor 
tunity to put in such testimony as they desire; Com- 
missioner Clark was not prepared, however, to say that 
it would reach a tentative conclusion after one side 
had rested and then give the other side a chance to 
present a case; reasonable time would be given every 
interest to make a case. 

The direct examination of Mr. McPherson was thet 
resumed, 


“In your opinion, has the limit of efficiency on the 
Missouri Pacific been reached?” asked Mr. Jeffery. 
“No.” 
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Would Spend $60,000,000. 

Asked what was being done in that direction, Mr. 
McPherson replied that approximately $6,000,000 should 
be expended in improvements and additions every year 
for the next decade. This was not the end of rail- 
way economy. Improvements must be made as long 
as a railroad exists. The M. P. has worked out 
q tentative plan for ten year’s improvements; its effec- 
tuation will depend upon whether the company is able 
to go into the money market to raise the funds. Merely 
ekeing out an existence would not impress the lenders 
with the road’s ability to incur new obligations; a sur- 
plus must be shown—the surplus earned is an index of 
the credit of the company and its ability to borrow new 
funds. 

The witness stated that the value of the road from 
any viewpoint—reproduction or commercial—was in ex- 
cess of the cost of road and equipment as shown in 
Exhibit 1, $145,000,000, or $38,000 per mile. Equipment 
represents about $10,000 per mile. To relocate the com- 
pany, starting, as it does, from the fourth largest city 
of the country, touching all important Missouri river 
points, viewed ‘from the standpoint of reproduction— 
when the purpose of purchase of property was known— 
would entail the expenditure of a sum that would stag- 
ger the imagination. And the terminals would be the 
first necessity. 

Every day has added to the value of the property. 
The “seasoning” of the property, the locating of indus- 
tries, all require years, and from a commercial stand- 
point would make ‘the value of the property beyond rea- 
sonable estimate. As an illustration of present-day value 
of terminals, the recent acquirement of facilities at St. 
Joseph sufficient for freight houses and two miles of 
siding was cited; this was the work of two years and 
required about $600,000. In contrast, at Kansas City, 
the road has 18.6 miles of main and 107.5 sidetrack, and 
at Omaha and South Omaha, 10 miles of main and 27.6 
miles of sidetrack and at St. Louis 45 miles of main 
and 125 miles of sidetrack. The witness felt that some 
idea of the cost of these terminals could be gained by 
a comparison of the St. Joseph mileage with those last 
given. 

. Railroads Must Go Forward. 

“To give the facilities that the public requires, the 
railroad must go forward, and that requires the expendi- 
ture of a great amount of money; the railway should be 
treated liberally. If it is not permitted to earn a sur- 
plus that will show its capacity to take on additional 
obligations, then the business of the country will suffer. 
The railway must meet the demands of increased traf- 
fic—every year it is met with additional demands,” de- 
clared Mr. McPherson. 

Mr. Lyon, opening the cross-examination, wanted to 
know whether the railroads had not been given oppor- 
tunity to earn the necessary surpluses to maintain credit. 

“The Missouri Pacific hasn’t,’ answered the wit- 
ness. A reduction of 331-3 per cent in passenger and 
15 per cent in grain rates in Missouri, and reductions 
in rates in Kansas, Oklahoma and Arkansas were cited 
as contributory causes to the Missouri Pacific’s inability 
to do the things it desired. 

“Do you understand that these actions of the state 
commissions make it necessary to increase interstate 
rates?” queried Mr. Lyon. 

“I think that, generally, all rates should be ad- 
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vanced,” was the response, “but I am not a rate expert 
to say where the increased revenue should come from.” 

“Are you competent to say that a reduction of one- 
third on your passenger rate in Kansas equaled the pro- 
posed increase of $94,000 here asked?” 

Mr. McPherson thought that the reduction exceeded 
that. 

Mr. Lyon then took up the question of what surplus 
should be allowed. A railroad, thought the witness, 
should have a working surplus that will enable it to 
make the same improvements in lean as in good years. 

“How much surplus ought a railroad to earn?” asked 
Commissioner Clark. 

Surplus Should Provide for Lean Years. 


Mr. McPherson reiterated that the surplus should 
be sufficient to provide for maintenance and a return 
on the investment in lean years. It might be that the 
surplus would roll up in three years and then be wiped 
out the fourth year. 

Mr. Lyon declared that in 1907 certain carriers had 
violated this principle; had cut down on maintenance. 
He called attention to the fact that, despite the panic, 
the decrease in net earnings for all roads had only 
been 5 per cent. 

Conceding that the carriers should earn sufficient 
to pay operating expenses, fixed charges and dividends, 
the Commissioner wanted to know what was to be the 
measure of the reasonable surplus a road should be 
permitted beyond this sum. Two roads are in competi- 
tion; one may have double the capitalization of the 
other—what is to be done? 


Roads Cannot Be Compared. 


Mr. McPherson declared that he did not really be- 
lieve that any two roads in the United States could be 
compared. One road may be a trunk line only, the 
other may have many branch lines; this would mean 
that the second road’s operating ratio would be higher, 
its traffic density smaller. That line should not be 
penalized because the first line’s strength lies in its 
selfishness in conserving its resources to a single main 
line. 

The Commissioner then wanted to know whether, if 
the line serving the larger community through branch 
lines is not penalized, the selfish line would be unduly 
rewarded for its “selfishness.” 

The Commissioner then asked, assuming that the 
Burlington and Great Western were competing for a par- 
ticular traffic, which road should fix the rate. 
ness did not care to express an opinion. 


The wit- 


Continue McPherson Examination. 


Continuing Mr. McPherson’s cross-examination, Mr. 
Lyon wanted to know whether rates had been fixed in 
the past with the end in view of providing for operating 
expenses, fixed charges, a reasonable return on the in- 
vestment and a surplus. Not in the past three years, as- 
serted the witness. 

Mr. Jeffery interjected the statement that competition 
affected rates. Commissioner Clark followed this with a 
query whether the same would not be true with respect to 
the ability to earn a surplus. This was acknowledged to be 
so. 

“Has the Missouri Pacific for the last 10 years been a 
railroad in such a condition that it could be economically 
operated?” demanded Mr. Lyon. 

Mr, McPherson paraphrased this by saying he under- 
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stood the question to mean “as efficiently operated” as it 
might be had improvements been made. To this he an- 
swered “No.” 

“That is true of every other road, is it not?” asked 
Commissoiner Clark. 

The witness assented. 

Mr. Thorne took up the cross-examination for the 
shippers. Replying to questions as to charging renewals, 
Mr. McPherson stated that it was the intention of the 
Commission to allow in its accounting regulations the ccm- 
plete renewal of equipment out of operating expenses. 


Are Rebates Being Granted? 


The lawyer then questioned the witness on the increase 
in loss and damage claims for 1904 over 1903. Mr. Thorne 
wanted to know how rebates were accounted for prior to 
1904. : 

“T have not the giving or receiving of rebates on my 
conscience,” repiied the witness. 

“It is my opinion that you possibly now give rebates to 
favored shippers as loss and damage claims,” declared 
the lawyer. 

Mr. Jeffery suggested that the books showing who re- 
ceived the rebates be made public. 

Commissioner Clark smoothed over matters with the 
suggestion that any that had been guilty of giving or 
receiving rebates step forward and receive forgiveuess. 

The Commissioner wanted to know whether it was 
proper to invest surplus in the securities of any other read 
upon which a return was expected. The witness replied 
that the rates would involve a reasonable return on the 
value of the road and would add nothing to the shippers’ 
burdens. 

Following the noon intermission, Mr. McPherson again 
took the stand. On direct examination, Mr. Jeffery asked 
if the Commission’s mer had examined the loss and dam- 
age claim accounts of the company. Witness replied that 
they had; he was sure this examination covered the ac- 
counts of 1909 and possibly 1908. No complaint had been 
made of these accounts; some questions had been asked as 
to maintenance charges, but these had been satisfactorily 
answered. 


Boyd Tells of Shippers Demands. 

E. B. Boyd, assistant to the vice-president in charge 
of traffic of the Missouri Pacific, was then sworn. 

“Has there been a constant increase on the part of 
the shippers in recent years for better service on the part 
of the Missouri Pacific?” asked Mr. Jeffery in opening the 
direct examination. 

“There has,” was the response. 

Business men, explained the witness, never overlook 
the question of transportation; with them time is money 
and they are continually asking expedited service. That 
is a benefit to the shipper, but not to the railroads, as it 
means small tonnage per train. One shipper told the 
witness that he had been able to pay the cost of his traffic 
department through the discounts received—largely due to 
expedited service. 

The shipper is demanding through, fast service for 
which the carriers receive no extra compensation for the 
extra expense. Local cars from the St. Louis terminals 
earry 30 to 40 per cent more tonnage than the through 
cars. The through service means more cars to the train, 
more switching, more dead weight to the tonnage hauled. 

Another great demand is the elimination of initial 
terminal charge. Trap cars set out for the pick-up of 
freight are now demanded. This, the tunnel abso ptions 
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and lighterage absorptions are among the items that have 
increased the carriers’ expenses, reduced the shippers’ 
cost of drayage and added nothing to the carriers’ revenue, 
but drained it. 


In the carload freight there is the fast train—the 
“red-vall,” originally intended only for high-class freicht, 
But now everyone is demanding this service; coal, stone, 
empty barrels and like articles have been loaded into th 
trains. 

Transit Privileges Increase Cost. 

Transit privileges have also added to the carriers’ 
dens. This privilege involves an additional intermediate 
terminal service without any extra compensation to the 
earriers. Apples are now stored indefinitely at the rail- 
roads’ expense waiting a market; sugar, pig-iron, rosin, 
turpentine are all enjoying transit privileges. In se far as 
this had added to the carriers’ expense, it has been detri- 
mental to the railroads’ revenue. 

“The sum total of the movement of freight is not de- 
pendent upon an expedited service or a reduced rate,” de- 
clared Mr. Boyd. “If all the freight and all the railroads 
are taken as one unit, I don’t believe rate or service would 
affect the movement.” 

Mr. Boyd qualified this by stating that individual roads 


and individual shippers would be affected, but that there 
would be no change in aggregate movement. 
“Is it a fact that it costs less to move through than 


local freight?” asked Mr. Lyon. 

“Tt all depends on the loading.” 

Witness explained this by stating that he had particu- 
lar reference to the package freight. Here the loading may 
be only 4,000 or 6,000 pounds. The saving in gathering this 
all up in local trains with heavy tonnage would offset the 
extra expense of transferring the freight in small lots from 
time to time on local. 

The predominant empty car movement of the Missouri 
Pacific is eastbound. 


Had Nothing to Do With Advance.’ 

“Did vou have anything to do with the advancing of 
these rates?” asked Mr. Lyon. Mr. Boyd replied that he 
had not. 

The traffic cepartment was told that more money was 
needed was the way the witness explained how the ad- 
vance came about. From where this demand came, he 
did not know, but presumed it came from the executive 
department. 

Mr. Lyon wanted to know on what theory rates were 
made. Mr. Jeffery objected to the question on the ground 
it was not gone into in direct examination. The Commis- 
sioner declared he would be glad to hear Mr. Boyd’s opin- 
ion. The witness stated that he would be glad to jJo so if 
given some time for preparation. 

Mr. Jeffery said that the sole purpose of calling Mr. 
Boyd to the stand was to testify as to expedited service, (0 
show that the freight service had a tendency to approach 
express service in its character. 

In response to a question from Mr. Norton, Mr. Boyd 
stated that what he had said with respect to expediied 
service applied equally to all railroads. 

"Do you know whether the: Missouri Pacific has any 
intentions of advancing other rates?” asked Mr. Lyon. 

Mr. Boyd: If the advafices that have been made do not 
meet the requirements it would be the policy, if I had 1»y- 
thing to do with it, to advance the rates until they met 
that mark. 
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Will Make Further Increases. 


Mr. Jeffery: I would like to make this statement on 
behalf of the Missouri Pacific. The Missouri Pacific Rail- 
way company feels that it is in need of a great deal more 
money and that it will be policy of the management to ad- 
yance every rate that it consistently can toward getting 
that; that this advance in this case is merely the beginning 
of a campagin on its part to get more revenue. 

Mr. James: How much more? 

Mr. Jeffery: I am not prepared at this time to state. 

“Have you any idea of thé amount of money a railroad 
should be allowed to earn?” asked Commissoiner Clark. 

Mr. Boyd: I think a railroad should be in the position 
to realize from the traffic transported as return on the 
volume of money sufficient not only to pay its operating ex- 
penses, iis maintenance, its fixed charges, but a return 
upon the investment that from time to time, as a stable 
proposition, is equal at least to the value of money in the 
territory through which it runs. 

Mr. Atwood: That is 6 per cent one place, 4 per cent 
another place, 8 per cent another and 12 in another. 


Mr. Boyd: Of course you cannot divide it that way. 
Mr. Atwood: - I mean as an illustration. 
Mr. Boyd: I mean, take an average value of money. 


Commissioner Clark: You speak as We all do as to a 
return on the investment. As between two competing rail- 
roads, one of which has 100 per cent more investment 
than the other, how should that be tletermined? 


Railroad Dollar as Good as Industrial. 


Mr. Boyd: I believe that the assessment of freight 
charges in a given territory should take into consideration 
all of the elements, not that of one road or two, but on the 
theory of the greatest good to the greatest number. Ifa 
railroad by wise choice of territory in which it has laid its 
rails and its development at times when its credt was 
good, and it could establish its lines at a reasonable figure, 
has been enabled to develop its property and serve that 
portion of the public, other railroads should be likewise ac- 
corded that privilege. The fact that it pays one railroad a 
little more than that return does not, in my opinion, op- 
erate against the reasonableness of the rates. Of course 
that is a mooted question, what constitutes a reasonable 
rate, and we all have our ideas. My theory is this, that 
subject to the regulation by the state of public utilities like 
carriers, that rates should be free from extortion, they 
should be free from discrimination, they should be rceason- 
able in that the traffic will freely move and generally dis- 
iribute itself, and that the shipper can obtain a reasonable 
profit and that, beyond that, even if the carrier makes 20 
per cent, I cannot see anything wrong in it, because I be- 
lieve a dollar invested in American railroads, has just as 
much right to the consideration of the American people as 
a dollar invested in the manufacture of agricultural imple- 
ments, packing-house products or the distribution of the 
middleman. There should not be a difference. If it is not, 
Ido not see what equality means. * * * * 

Mr. Thorne: Mr. Ripley said, in his opinion, that sur- 
plus should not later be Gapitalized; do you subscribe to 
that idea? 

Mr. Boyd: Ifa surplus at the expense of dividends and 
the return to the investor has been put into the property, 
it should be in the nature of borrowed capital. But when 
the railroad has received what I claim at least as minimum, 
that when you put money into the property, it is a benefit 
to the public and a benefit to the carrier and I personally 
do not think it should be capitalized. 
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Burlington Announces Its Position. 


The Chicago, Burlington & Quincy railroad followed 
the Missouri Pacific on the stand in the presentation of 
evidence. In opening the case for the first-mentioned sys- 
tem, Chester M. Dawes, general counsel, announced his 
position in the following language* 

“In order to correct any misapprehension and that its 
position may be clearly understood, I will state that the net 
earnings of the Burlington for the year 1910 exceed those 
for the year 1909, but with an increased operating ratio. 
The Burlington railroad will claim, and bases itself on this 
proposition of law established already by the decisions of 
the Supreme court, that it is entitled to a fair return on the 
value of its property—that is, the cost of reproducing— 
however that value may be created, whether it be created 
out of earnings, from the sale of securities, or from the 
natural increment of its property. 

“Believing that the same principle which the govern- 
ment policy has decided to be right in the way of taxation 
is applicable to the return upon property, we insist that the 
property which is so assessed and so taxed, earn a reason- 
able return upon that value. 

“Now the Burlington railroad, with an increasing ratio 
of operating expenses to earnings, finds itself confronted 
with large and unusual expenses, and so believes that, 
within the limits of which I have spoken, it is entitled to a 
return upon its property which shall be fair, as based on 
the value which we have estimated and enumerated, subject 
always, and this I believe to be the only limitation upon 
its right to that return, that the rate which is used to pro- 
duce that return shall at all times be just and reasonable 
and impose no unnecessary burden upon the shipper. 

“Casual opinions of trafic men or operating men as to 
whether or not we should be allowed to add to surplus, 
whether or not we should be allowed to have the benefit 
of the increment of our value, whether or not we should 
be allowed to increase the value of our property out of 
earnings is absolutely of no importance whatever., it is a 
question of law, in my judgment, in which the burden to 
overturn the views I have contended for is upon my broth- 
ers on the other side of the table.” 


Sturgis First Witness for the “Q.” 


C. I, Sturgis, general auditor, was then sworn. The 
witness was asked to identify and explain the seven main 
and two supplementary exhibits filed in behalf of the Q. 

The first was a condensed income account for the last 
fiscal year. While most of the figures there used were 
made public last week at the time the annual report of the 
company was issued, certain tentative deductions had been 
made from the surplus to show the effect of wage advance 
and an increased budget on the revenues for 1911. The 


exhibit follows: 
OPERATING REVENUE. 


I cv twtr Wee hiten «tmhnaens teens ds > eeethkevarw $58,224,537.48 
I 4. od Cnc ou ae hie bee bie bes bas @ae 64e OEM eee Re Care 22,380,305.83 
AEE ch an n0.6 g's bab Ras C66 4 b0 Ue hr eclhdcues ot busin dus 2,330, 215.66 
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OPERATING EXPENSES. 

Maintenance of way and structures.............+45. $15,725,461.20 
Maintenance of equipment. ........cccccsccceccccecs 15,057,165.39 
es IN eng o'46 oo coed oc iss eed ce soncsces bhae 1,654,451.73 
Ss anv ewe 6s ehase tne eeisce nae 28,340,051.74 
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OUTSIDE OPE NET. 

Restaurant service (earnings).........cceeeceeeceees x 2,068. 90 
REGGVOPGS (GRFRERED) © oe cbc cc ciceviasiiersideeeecedees 27,168.23 
ET NE EDEN o b4 06-b.c vinces sbhhpleete diced skopieess-¢ 189,381.48 
PE SD. ocd eames Ghee 6k coc shee eae heehee $ 164,282.15 
EE bon Deeds « pete Vieh ee Wuiepe cig ~ bl VEO bois eae $2 2,970,736.78 
Ce SNS. 6. eaten a tee SAW ks eeae ote aeid ere’ $2 1,723,533.43 

Rents balance, income from securities, owned and 
Other income and interest (Cr.).........ceeeeeeeee 758,102.96 
$22,481,636.39 

CHARGES. 

nnn I et ee ns i arwlaleoulmaals $ 8,506,015.82 
IE AS Sah ay ig alaidioy sb retaine bun ei 0 Wada e ee esteed 666,874.39 
IR Sha re oe a dca as cee eatets $ 9,172,890.21 
Betterments charged to imcome..............eeee00. 3,329,006.47 
NG lads oko 040Ub ot yee ne eGbale Dbscbid cae yee e bate $12,501,896.68 
re Se. . ciives da cVevaresebocteneatnte & $ 9,979,739.71 
NE ate 2 aah Bi Sng MS 3 dt a's WM WO out vine vd deh de CM RIA 8,867,128.00° 
PED Nos 3 os CDhG 4 6a sé we Sea dee eenlc ese cheyers 3 1,112,611.71 
i i cc. ¢'. 22 avi beuede ews 6oees ecgheeres ane $ 1,1N2,611.71 

Advances in wages already in effect and estimated, 
if in effect throughout the entire year............ 2,713,700.00 
I Vinnie sd uid & odip.a bias ee bana sph whe cibientand $ 1,601,068.29 


Income account proportion of increase in budget.. 6,483,960.00 


ce a a a ce le td $ 8,085,048.29 
ce 


This was followed by exhibits giving the condensed 
balance sheet tor June 30, 1910, and the per cent earned 
on the investment, capitalization and cost of the road. 
These statements show: 








ST PE acncedegnsvetescevdess $365, 903,246.66 
Cost of investments: 
Colo. & So. R. R. securities..... $19,643,451.88 
Q., O. & K. C. R. R. securities.. 3,322,914.00 
Wapello Coal Company.......... 405,000.00 
ts ae Se Gs 200 cinder cwwe se 13,089,700.00 
NC tet Wek weinlbcuws oes be bes 9,478,311.58 45,939,377.46 
Material and supplies .............-. 8,612,591.41 
SE rere eee ee 9,103,246.56 
Excess of current accounts receiv- 
able over accounts payable ....... 2,518,079.70 
Pe Pn, ch sbbe oheaes 6ackhe tees 16,262,996.02 
ET Say Watt cink ss sy ip wile 40% yee seedy é 0 de $ 209,856,000.00 
EE daa we 66:0 0:4 b.0.6 oe eegit ee 110,839,100.00 
Surplus accounts: 
Re eee eee eee $28,230,587.39 
Appropriations from income re- 
invested in the property...... 39,684,099.29 
EE NE FOOD ccwswcccsecceesce OM 59,729, 751.13 127,644,437.81 
$448, 339 ),537. $1 


PER CENT EARNED ON CAPITALIZATION, COST AND 
PRESENT VALUE. 


Gross corporate inc. (Exhibit No. 1) : $ 21,723,533.43 
Balance of rents, hire of equipment 

and joint facilities (Exhibit No. 1) 758,102.96 
$ 22,481,636.39 
Sinking funds chargeable to income 





2D 6a) s Gah one abe dibs oe $ 666,874.39 
Betterments charged to income (Ex- 
EE. bbs hyd die Chae deh as oe 3,329,006.47 3,995, 880.86 
Net income applicable to bond inter- ay gO 
OG Gi GEVIGOMED 62 vec kevccccoccs $ 18,485,755.538 


USING AMOUNT APPLICABLE FOR INTEREST AND DIVI- 
DENDS ONLY. 


Net income applicable to bond interest and divi- 


Ee bs Kaen ata e cial bse ekl Or ae C6R 6S OKO b bs 6b $ 18,485,755.53 
Return on total capitalization, $320,695,100.00..... 5.76% 
Return on money invested in the property and 

used in its operation, $432,076,542.00............. 4.28% 
Return on estimated present value of property, 

eee ee b ekoe dee ebswllh we 4.11% 


USING AMOUNT APPLICABLE FOR INTEREST, DIVIDENDS 
AND BETTERMENTS 


Net income before deducting “betterments charged 


PE . 206g bu. dededias:6 be Gs beak pile manana oes $ 21,814,762.00 
Return on total capitalization, $320, 695,100.00..... 6.80% 
Return on money invested in property and used 

in its operation, $432,076,542.00 ...........0.5e0e- 5.05% 


Return on estimated present value of the property, 
$450,000,000.00 ...... OETNEE Fevuind de dh Fe cokcunn ade 4.85% 
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USING AMOUNT APPLICABLE FOR INTEREST, DIVI- 
DENDS, BETTERMENTS AND SINKING FUNDS. 
Net income before deducting other “sinking funds 


chargeable to income’’ or “‘betterments charged 


ee IK tre MmaR RES c's Go wolie? oo'oln Vad S's noo 0 Uh ws $ 22,481,636 
Return on total capitalization, $320,695,100.00...... 7.01 
Return on money invested in property and used 

in its operation, $432,076,542.00..........ccceeees 5. 2 


Return on estimated present value of the property, 
PROP ONOND  FAVaa esau cs Sak os sem uh Vee dec bees hese 5.0 


PER CENT EARNED ON CAPITALIZATION AND COST 
AFTER DEDUCTING INVESTMENTS IN OUTSIDE PROP. 
ERTIES, SECURITIES AND CASH HELD BY SINKING 
FUND TRUSTEE, C., B. & Q. BONDS IN THE TREAS 


URY AND CASH. 
Capitalization Cost 

TOP | 5 ba abs ewcas ccs $320,695,100 $432,076 
Colo. & So. R. R. securities... .$19,643,452 
Quincy, Omaha & K. C. R. R. 

og STS PEE SES Ley ee 3,322,914 
Wapello Coal Co. securities.... 405,000 
In hand of sink’g fund trustees 16,262,996 


Bonds in treasury ............. 13,089,700 
oR pe te a a oe SE ae 9,103,246 61,827,308 61,827,308 
Ree pn oe eee $258, 867, 792 $370,249,234 
Net Ir 
RI SE 2. hn ve ens 6 hs446 aes 0 ae $22,481,636 
Ce tee I SI, on so wa Ja ciinlp ee hbeeiegs $694,124 
Wane Cel COmePRRY. ....ccwisdeccsvcuvenes 24,300 
PY i, CUE Sale wb 6 éacteaine.ob He en danear 180,371 898.7 
$21, SL 


Using above net figures gives: 


USING AMOUNT APPLICABLE FOR INTEREST AND DIVI- 
DENDS ONLY. 


PU OY aia hte ch dae iis nes aide dng ene $17,586,961 
Return on capitalization ................. $258,867,792 6.79 
Return on cost invested in the property 

and used in its operation.............. 370,249,234 4,75 


USING AMOUNT APPLICABLE FOR INTEREST, DIVIDENDS 
AND BETTERMENTS. 


Net income before deducting ‘better- 

ments” charged to income.............. $20,915,967 
Return on capitalization..................$25 258,867, 78 808° 
Return on cost invested in the property 

and used in its operation.............. 370,249,234 5.65% 


USING AMOUNT APPLICABLE FOR INTEREST, DIVI- 
DENDS, BETTERMENTS AND SINKING FUNDS. 
Net income before deducting ‘“‘better- 
ments’’ charged to income and sinking 


SEE wig ibe NaS Shtlbnhkg schon e< 0 ogee 86S $21,582,841 
Return on capitalization .........cesccee $258,887,792 8.34% 
Return on cost invested in the property 

and used in its operation............... 370,249,234 5.83% 


The three exhibits next filed were reclassifications of 
operating expenses and revenues to show divisions us now 
provided under the present accounting rules of the Inter 
state Commerce Commission and excluding amounts ex- 
pended for betterments and sums carried to the deprecia 
tion and other funds. The first table gave the operating 
revenues for the decade 1901-1910 as ranging from 635.26 
in the first year to 67.48 in 1910. The ratios for the other 
years were: 1902, 60.65 per cent, 1903, 58.89; 1904, 61.36; 
1905, 57.52; 1906, 57.92; 1908 66.04, and 1909, 64.42. In a 
note accompanying the table it was explained that as the 
betterment charges prior to 1906 cannot be determined, us 
betterments were included currently in operating expenses, 
the operating ratios here given for years prior to 1906 are 
too high as compared with 1906 and subsequent years, and 
hence the increase in operating ratios is actually greater 
than appears in the statement. 

Exhibit No. 5 was intended to show that the net eain- 
ings per mile of road operated have not increased in vro 
portoin to the increase in the density of traffic. This shows 
that the average mileage operated increased from 7.759 
to 9,023 miles in the ten years; tons carried one mile, from 
3,871,337,916 to 7,435,144,216; tons, one mile per ‘ile 0! 
road, 499,334 to 824,016, or 65.02 per cent. The passengers 
carried one mile have increased from 533,588,612 te 1,1%9, 
871,613; per mile of road, 68,819 to 131,870, or 91.62 per 
cent. Gross operating earnings during the same period have 
advanced from $49,573,012 to $87,869,517; per mile of road, 
from $6,394 to $9,738, or 62.30 per cent. On the other hand, 
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operating expenses have grown from $31,361,236 in 1901 to 
$59 297,323 in 1910: per mile of road, from $4,045 to $6,572, 
or 62.47 per cent, and net earnings from $18,211,776 to $28,- 
572.194—or per mile of road, from $2,349 to acc only 
44.78 per cent. The earnings per passenger miie have 
dropped from 2.162 cents to 1.881 cents,a decrease of 14.92 
ner cent; the freight earnings per ton per mile, from .862 
cents to .783 cents, a decrease of 10.09 per cent. The total 
difference between the actual freight and passenger carn- 
ings in 1910 and the same business figured on the average 
01 rates was only $9,211,124. 
Would Mean $237,200.52 Additional Revenue. 


The last exhibit was an estimate of the additional rev- 
enue that would accrue to the road under the suspended 
tariffs. This follows: 


STATEMENT SHOWING INCREASE IN REVENUE DUE TO 
PROPOSED ADVANCED RATES CONTAINED IN SUS- 
PENDED TARIFFS, INDIC a ANNU AL INCREASE 
IN REVENUE OF $237,200.52, vate MARCH, 1910, AND 
SEPTEMBER, 1909, AS REPRESE NT ATIVE MONTHS, 
BEING .407 PER CENT OF TOT AL FREIGHT REVENUE 


FOR FISCAL YEAR 1910. 
Increase 
for Year. 
Emigrant movables, between points east of the Mis- 
souri river, present I. C. C. Nos. 1980 and All4 (Sup. 
8 tp Ree See BE OO BBG a. bn dv ices avesscvcurescdence 115.63 
Coal, from Illinois mines to points in Iowa, Missouri, 
Minnesota, Wisconsin, Indiana and Michigan, present 


I. Cc. C. Nos. 1764, 2106, 4659, 8134, 8662, 767, A115, 9592, 
126, 9970, 6319 and 5858 (A96, 4790, 9974, 9969, 791, 
Sup. 7 and 8 to A115, 9980, Sup. 20 to A26, 10021, 9978 E ‘ 
and Bup 4F to GSS) 2... ccc wc cv cccscccccccescscccvees 50,022.79 


Hay, between points in lowa and Missouri, including 
Missouri river points and points east of the Missouri 
iver, present I. C. C. Nos. 10069, 4468, C7298, C4448, 
C8039, C7692, 9010, 10100, 8996, 5, 1922, 2122, 1962, 5441, 


8996, 251 and 9010 (9785, 238, C8864, 9821, 9451, A115, 

1980. 9771, 6550 and C—O IASG I pit Sarde eaten 7,821.47 
Hay, between points in Wisconsin and Minnesota and 

points in Illinois and points on the Mississippi river. 

present I. C. C. Nos. C7298, C4448, C8039, C7692 and 


DOGS Re WS. FELON kn 6.0 2:0 cls 0 bic ces Ne cbs centvucees 440.69 


Miscellaneous commodities, between St. Paul, Min- 
neapolis, Duluth, etc., and points east of the Missouri 
river, present I. C. C. Nos, 9853, A114, A113, A111, 
A68, A112 and A124 (Sup. 7 to 9853, Sup. 8 to A114, 
Sup. 6 to A113, Sup. 6 to Alll, Sup. 7 to A68, Sups. 4 
and 5 to All2 and Sup. 5 to Al12Z4&).....cesscccrcccsorves 84,391.79 

Miscellaneous commodities, between points in Iowa and 
Missouri and points east of the Missouri river, present 
I. C. C. Nos. A85, 9843 and 9758 (Sup, 2 to A139, Sup. 
SR POUR ais 0 res CSR Vite sl Siu Gieiieeth ea Gees 12,456.22 

Miscellaneous commodities, between Missouri river 
points and points east of the Missouri river, present 
[. C. C. No. A115 (Sups. 7 and 8 to All5)............. 40,890.08 

Miscellaneous commodities, between Kansas, Nebraska 
and Colorado and points east of the Missouri river, 
present I. C. C. Nos. 223, A110 and 9771 (238, Sups. 6, 

8 and 9 to All0 and Sup 9 to 9771)... cw ceseccccscccses 33,685.15 


_ Miscellaneous commodities, between Missouri river 


points, present I. C. C. No. 9821 (10115).............. 7,376.70 


$178,799.94 


237,200.52 





*I. C. C. Nos. of proposed tariff in parentheses. 
Counsel Discusses Dawes’ Position. 


When the hearing before Commissioner Clark was 
resumed Tuesday, the lawyers and the Commissioner 
plunged into a discussion of the proposition advanced by 
Mr. Dawes in opening his case—namely, that, so long as 
rates are just and reasonable, a railroad is entitled to a 
fair return on the value of its property, regardless of how 
that value may have been created. 

Counsel for the Burlington reiterated his statement 
that, as a legal question, within the limits before men- 
tioned, that road was entitled to its fair return. Should 
it, for competitive reasons, not take all allowed—that 
Was another thing. For instance, the fact that the Iowa 
Central might not need as high rates to pay a fair re- 
turn on its property, but that in itself was no barrier 
to the Q’s demanding its fair return. Of course, if the 
rate charged the shipper becomes unreasonable, then 
the return of the railroad would have to be cut. 
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Mr. Sturgis resumed the stand, Attorney Lyon cross- 
examining. The lawyer asked the witness to assume 
that in 1909 the operating department had said that 
$6,400,000 would be spent in improvements in 1910, with 
a surplus for 1909 of $1,277,000, what would he have 
forecast? Mr. Sturgis was forced to admit he would 
have had to prognosticate a deficit of about $5,000,000. 
Why this condition does not now appear was because 
the money had not all been expended, explained ‘Messrs. 
Dawes and Sturgis. 

Mr. Atwood then took up the cross-examination of 
the witness. Mr. Sturgis admitted that if a station was 
built. out of surplus earnings it would be in reality built 
out of income. The lawyer then wanted to know 
whether it was possible to tell how many additions had 
been paid ont of income and how many out of capital 
account. The witness answered that the only way to 
determine this would be to subtract the outstanding 
stocks and bonds from the cost of the road—the differ- 
ence would represent the betterments and additions that 
had been made out of surplus earnings. 
Cross-Examines Sturgis. 


Continuing his cross-examination of the witness Tues- 
day morning, Mr. Atwood wanted to know how much of 
the capitalization of the company represented issues 
against improvement paid out of surplus. Mr. Sturgis 
explained that in the beginning a road is built by the 
funds received from stocks and bonds; as the road grows, 
a branch line may be built out of earnings, which is sub- 
sequently capitalized and the treasury reimbursed with 
the proceeds of the stocks and bonds issued agaifist the 
branch. 

Mr. Atwood, not being satisfied with this explaria- 
tion, repeated his question, assuming that there was 
$3,000,000 worth of property, $2,000,000 of which was paid 
out of capital, $1,000,000 from surplus. This illustration 
he wished to apply to the Burlington. He was referred to 
exhibit 2, first division, when $127,000,000 plus was given 
as the value of the property paid out of income—assum- 
ing that the stocks and bonds of the company were worth 
par. 

Mr. Atwood then inquired whether the $6,000,000 
budget for 1911 had been given the witness in parts or 
as a lump sum. As a Jump sum, was the answer. 

Mr. Sturgis explained that the stock of the Colo- 
rado & Southern had been purchased from time to time 
with income, but the Q’s treasury as then reimbursed 
by a bond issue. Face value of the Colorado & Southern 
stock exceeded $30,000,000; it was purchased for about 
$19,000,000. Common stock was bought at from 53 to 58; 
first and second preferred as high as 72 


Q. O. & K. C, Unprofitable Investment. 

Mr. Sturgis explained that the Q. O. & K. C. had 
been bought at a receiver’s sale; that it had paid no re- 
turn on the investment. 

The bonds issued to pay for the C. & S. stock bore 4 
per cent interest; the dividends paid on this stock fell 
about $100,000 short on the bond interest. 

The $13,000,000 C. B. & Q. bonds held in the treasury 
were purchased by the road and interest is paid on them. 
As Mr. Atwood phrased it, it was a case of a man paying 
himself interest on his own debt. The lawyer then 
wanted to know why these bonds had not been retired. 
Mr. Sturgis explained that this was a temporary invest- 
ment of the company’s funds. 

While these bonds appeared in the funded debt, Mr. 
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Dawes stated that the railroad was not asking a return 
on this value. 

The witness, explaining the sinking fund account, 
stated that al] the earlier series of bonds had their own 
provisions as to reserves for sinking funds. In some 
cases as soon as money sufficient to purchase bonds was 
acquired, bonds to which this fund applied were taken up 
and canceled and the bonds dropped from the funded debt. 
The sinking fund therefore began with the oldest series of 
unmatured bonds. When money is sent to the income ac- 
count it is drawn from the income account, as indicated 
by Exhibit No. 1. 


Shareholders Get Stock at Par. 

Mr. Sturgis said that there had been cases in which 
stock had been issued to shareholders at par when the 
market value was greater. 

Mr. Dawes declared that the estimate of $450,000,000 
as value of road and equipment was an arbitrary one, about 
$10,000 per mile below actual value. 

Commissioner Clark suggested that the lawyers had 
better hurry up or the Burlington would raise its value. 

Mr. Lust wanted to know how money paid for the 
securities in other lines was charged. Mr. Sturgis replied 
it was not charged to the cost of the road, but to invest- 
ments. 

Mr. Lyon reverted again to estimates for 1910 and won 
from the witness an admission that if he had been called 
on in September, 1909, to predict results, he would have 
had to forecast a big deficit. From this, Mr. Lyon sought 
to deduce that his estimate of a deficit for 1911 could not 
be given great weight. 

General Counsel Dawes again interposed the statement 
that the reason the deficit did not exist was because all the 
budget for 1910 had not been allowed. 

Replying to questions by Mr. Atwood, Mr. Sturgis de- 
clared he had no official knowledge of the joint bond issue 
of the Northern Pacific-Great Northern to cover Burlington 
stock. He stated he understood there was $200 bonds is- 
sued for each $100 of Burlington stock. The Burlington 
paid the dividends and was not concerned with the bond 
interest. 


Atwood Probes Dividends. 


Mr. Atwood inquired as to the payment of 14 per cent 
dividends in 1907. Eight per cent, said the witness, had 
come out of income for the year, 6 from accumulated sur- 
plus. 

President Ripley’s postulate that a road should earn 
6 per cent for dividends and a like amount for surplus was 
put up to the witness. He answered that he would not take 
these figures covering the Santa Fe as applicable to the 
Burlington. 

Mr. Dawes asked the witness to consider the relation 
of operating ratio to final results. The general remark that 
an operating ratio as applied to roads about which nothing 
is known means nothing; but when applied to roads 
about which all the facts, as capitalization, cost, etc., are 
known, it becomes an important factor. 

Mr. Thorne called attention to the fact that the expla- 
nation had been made on the exhibits submitted, that the 
addition of depreciation in latter years had made compari- 
son with former years unless depreciation were deducted 
unfair. Mr. Sturgis declined to admit that this would 


apply to all roads unless he knew the conditions surround- 
ing each road. 


The witness was then excused. 
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Ward Called to Stand. 


Frank E. Ward, general manager, was then called. In 
his opinion, he believed that the physical property of the 
company was worth $530,000,000, or about $60,000 per mile. 
The reproduction, cost of surveying the road, the right-of- 
way, terminals, grading, bridges, track, culverts, equip 
ment, material and supplies, were taken into consideration: 
the value of franchises or of the property as a going con- 
cern were not used as factors in arriving at the $530,000,000 
estimate. 

Additional and unusual expenses in the way of $350. 
000 already granted to labor and a possible increase of 
$2,700,000 more—these estimates taking the number of em- 
ployes in 1910—confront the road in 1911. That these fig- 
ures were not speculative Mr, Ward attempted to show by 
the percentages of increase granted by the wage arbitra 
tion board, about 9 per cent; the demands of the tele. 
graphers for $165,000 more per year; the requests from 
engineers and trainmen, and the demand of $90,000 more 
from machinists. If these increases are granted and there 
is no increase in operating income, the only way in which 
they could be met would be by the deferring of necessary 
maintenance and betterments or reduce the character of 
its service. 

In order to put the road in such effective physical con 
dition as to properly and economically answer the public 
demands in transportation, an expenditure of from $15,000, 
000 to $20,000,000 should be annually made for several 
years. 

The budget figures of the road are made up for cale 
dar years. The sum not allowed last year, $6,400,000, was 
needed for additional trackage, ballast, bridges and othe 
structures. This covered betterments to the property but 
no extension. 

If the Burlington to-day were in exactly the same co! 
dition as it was ten years ago it would be absolutely unfit 
to handle the transportation of to-day. The value of a 
hypothetical investment in the property ten years ago, 
were ho improvements made, would have been ruined. M1) 
Dawes stated that it was his purpose to show that improve 
ments were necessary to protect the original investments. 

Shippers Should Pay for Improvements. 

“And you believe the shippers should pay for these im 
provements?” interrupted Mr. Thorne. 

“I do,” was the emphatic reply of the Burlington coun 
sel. 

Betterments wanted in 1910 but not made were given 
by the witness as follows: Bridge renewals, $125,000; bal 
lasting, $75,000; buildings, etc., $383,000; protection against 
floods, $266,000; new depots, $199,000; double tracking, etc., 
$1,262,000; passing and second track, $1,900,000; round 
houses, etc., $586,000; shop tools and machinery, $420,000: 
rail renewals, $476,000; water supply, $404,000: track ele- 
vation of grade crossings, etc., $183,000; new equipment, 
$799,000; rights-of-way for terminals, $100,000; signal a 
paratus, $189,000, and work equipment, $175,000—or a total 
of $8,387,669. 

Had these improvements been made, more economical 
and efficient operation would have been possible. 

Witness further explained that as deferred expendi 
tures were forced on the road, the carry-overs from pre 
ceding years would increase the budget. 


Tuesday Afternoon Session. 


S. A. Lynde, general attorney for the Chicago & North 
western road, opened the afternoon session by filing sup 
plemental exhibits for the Northwestern and the exhibits 
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¢ the Chicago, St. Paul, Minneapolis & Omaha roads. The 
data used in these statements were drawn from the roads’ 
annual reports and reports to the Commission. The ex- 
hibits were received, subject to examination of witnesses 
thereon, should the shippers so desire. 

The direct examination of Mr,.Ward was resumed. 

He stated that the increased cost of labor in the last 
en years has been from 35 to 40 per cent. 

Taking up the question of loss and damage claims, 
narticular attention was directed to live stock. Some time 
— it Was arranged to make deliveries at 8 in the morning. 
Whenever there was a loss in market value through failure 
to reach destination at this time, claim was made against 
the railroad. This class of claims was also naw appearing 
in grain shipments. 


Economy of Operation Has Been Passed. 


The low mark in economic operation has been reached 
and passed. The failure of efforts since 1907 to increase 

train and carloads and the increases forced in wages has 
indicated that little further can be done in the line of 
Speaking particularly for the Burlington, about 
ihe maximum traffic has been reached on many of its single 
track lines. Double tracking will double maintenance cost 
and it will be some time before the increase in tonnage 
will compensate for the additional expense. 

The maximum of economy in operation is reached on 
a low grade, single track line, 

The narrow margin between income and cost is an 
unhealthy condition, declared the witness. 

The amount of the approved budget for 1910 was about 
$11,000,000, stated Mr. Ward when under cross-examination 
by Mr. Lyon. 


economy. 


Road Valued at $530,000,000. 


“How did you proceed about your valuation of $530,- 
000,000?” asked the attorney. 

The witness stated that he had examined the books 
of the company; he was familiar with the physical condi- 
tion of the road, as well as the Great Northern, the valu- 
ation placed on this property and On Q property by state 
railroad commissions and tax commissions, and these fac- 
tors had been considered. 

Mr. Lyon then took up the question of equipment. Mr. 
Ward stated that the cars were valued at cost of re- 
placement, i, e., what a new car of the same.type and 
capacity would cost. 

Rights-of-way and terminal properties had been valued 
With the assistance of the road’s real estate agents. Land 
outside of important terminals was divided into five 
Illinois right-of-way at $10,000 per mile, which in- 
clude station ground values; the other four classes $8,000, 
$6,000 and $2,000 per mile. In arriving at the value of the 
buildings, insurance paid. 


classes: 


Vaiue of some of the principal terminals was given as 
follows: Des Moines, $1,100,000; Chicago, $48,000,000; St. 
Louis, $12,000,000; St. Joseph, $4,000,000: Kansas City, $6,- 
600,000; Aurora, $4,000,000; Galesburg, $5,500,000; Burlins- 
ton, $2,600,000; Hannibal, $2,400,000; La Crosse, $1.700,000; 
Omaha, $3,300,000; Lincoln, $2,250,000: Denver, $6,000,600; 
miscellaneous, $9,480,000. The total land value is about 
$156,000,000. 
ing property. 


These figures are based on values of a‘djoin- 


The Chicago terminal property covers about 27,000,000 
square feet. This includes property at Clyde and Haw- 
thorne. The value per foot grades down from $12.50 to 15 


cents. 


If the railroad were taken away it would undoubtedly 
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decrease the value of the adjoining property. The witness 
thought it was just to ask the public to pay rates based on 
a value which in its turn is largely increased by the fact a 
railroad exists. 

Takes Triple Farm Land Values. 


The value of the right-of-way outside of cities was 
based on three times the value of the adjoining farm lands. 
If condemnation proceedings are resorted to the cost is 
still used. Likewise the damages to adjoining lands is 
heavy. 

That this applied to new railroads in a new country 
the witness sought to prove by the construction of its 
Wyoming line through the Big Horn valley. 

The $2,000 per mile land lies in western Nebraska; 
here the road goes through comparatively little irrigated 
land. The average value of the lands is $25 per acre. 
Witness did not know what it was assessed at. 

“Do you believe the lands are worth that?” ‘ 

“T wouldn’t pay that for it,” answered the witness. 

It was stated that there are twelve acres to a mile of 
right-of-way. The $2,000, of course, covers station grounds. 

The $4,000 land lies in central and eastern Nebraska 
and includes the main line from Oxford Junction to Denver. 
Included in this is land on what witness characterized as 
practically the best section of Nebraska. 

Branch lines in lowa and Illinois are included in the 
$6,000 land. These lines touch a good many of the more 
important towns. Farm lands are worth from $100 to $150 
per acre here. 

The main line in Iowa, the main line in Nebraska to 
Oxford Junction, the main line in Missouri and part of 
the main line in Illinois are included in the $8,000 group. 

The witness was asked if he knew whether any of the 
rights-of-way had been given the road. Mr. Ward admitted 
that some had. These gifts restricted the use of the prop- 
erty to railroad service; that the railroad did not own 
the land in fee simple, but declared this would not affect 
his estimate, as he was giving reproduction values. 

The $10,000 line runs from the outskirts of Chicago 
to Burlington and the line to Savannah. 


Heavier Equipment Means More Ties. 


The introduction of heavier equipment has required the 
use of about 500 more ties per mile. These additional ties 
are charged to maintenance. About 3,000 ties are now used 
to the mile. To save ties, tie plates are being used on all 
soft wood ties and ties at curves. The tie plates have 
been charged to beitterments, where they are new. 

Mr. Sturgis was of the opinion that the additional ties 
should be charged to betterments. 

Mr. Ward stated that it was the policy of the Burling- 
ton to increase the value of the road by improving the 
property by operating expenses. 

. On redirect examination, the witness stated that the 
expense of $350 per mile for tie plates was spread over a 
period of at least ten years. At the same time, when 
cheaper, but better, ballast is substituted, no credit is 
made. This, Mr. Ward believed, would more than offset 
the tie plate cost. 

Adjournment was taken till 10 o’clock Wednesday morn- 
ing. 

When General Manager Ward of the Burlington re- 
sumed the stand Wednesday, Mr. Dawes opened a re- 
direct examination, having the witness clear up, with a few 
explanatory statements, his testimony of Tuesday. 

Mr. Lyon then resumed the cross-examination. He in- 
quired to what use the $15,000,000 expenditure mentioned 
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by the witness yesterday would be put. New depots, en- 
larging old depots, track elevation, work and commercial 
equipment, roundhouses, etc, were mentioned as some of 
the things on which this sum should be spent. He ex- 
plained that the $15,000,000 was to be expended for im- 
provements and betterments, but no new extensions. It is 
planned to devote not to exceed $1,000,000 of this sum to 
that class of improvement, such as new depots, where the 
present structures are physically able to care for the busi- 
ness but artistically fail to measure up to the public’s 
standard, and track elevations which bring the carrier no 
pecuniary return. 


Buys in the Open Supply Market. 
Mr. Atwood wanted to know whether the railways 


purchase in the open, competitive market or from favored . 


supply houses. In the open market, declared Mr. Ward. 
The witness agreed with Mr. Ripley and Mr. Gardner that, 
with the exception of fuel, there had been no substantial 
increase in prices of 1910 over 1907 and 1908. 

Mr. Ward stated that the proportion of the $15,000,000 
proposed expenditure that should be charged to income 
should come from increased rates. These figures mean 78 
per cent of the sum that should be spent, the other 22 to 
come from outside capital as chargeable to additions and 
betterments. 

The shippers should pay for the mistakes of the rail- 
road’s management, declared the witness, if the manage- 
ment has used its best judgment but overreached itself in 
increasing the size of its equipment faster than the de- 
mands of transportation. 

Replying to a question from Mr. Norton, the witness 
said that he believed it was true of all western roads that 
the efficiency of operation has not kept pace with the in- 
crease in tonnage. 


Sturgis Is Recalled. 


At the request of Mr. Thorne, Mr. Sturgis was re- 
called to the stand. The lawyer wanted to know why, if 
development expenditures were falling behind, an extra 6 
per cent dividend had been passed a couple of years ago. 
Why? demanded the lawyer. Mr. Sturgis declared that this 
was a matter which rested with the directors of the com- 
pany; the same was true of the bond issue. 

Mr. Thorne wanted to know what was the difference 
between making a stock dividend and making a cash divi- 
dend and then selling bonds to reimburse the company. 
Mr. Sturgis replied that the two sides of the lawyer’s 
question did not jibe. He finally admitted that as far as the 
treasury of the company was concerned, it would be the 
same in both instances. 

Replying to Mr, Dawes, Mr. Sturgis declared that no 
bonds had ever been sold by the Burlington to pay divi- 
dends. 

With the conclusion of the re-examination of Mr. Stur- 
gis, Mr. Dawes announced that the Burlington rested its 
case. 

c., R. |. & P. Files Exhibits. 


Various supplemental exhibits were filed by the 
Rock Island Wednesday morning. These included for- 
mulas for the division between freight and passenger 
accounts as employed by the railway generally and 
in the Nebraska and Missouri rate cases, statements 
of freight earnings, equipment purchased and value, 
statements of net expenditures—inclusive of equipment 
—for betterments and additions, as called for in the 
first hearing. 


. 
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Opens Case for All Carriers. 

Mr. Norton then opened the case for all the car- 
riers, putting G. O. May, certified public accountant, of 
the firm of Price, Waterhouse & Co., New York, on 
the stand as his first witness. He stated that he was 
familiar with the accounts of the Santa Fe, Northern 
Pacific, Central Pacific, Southern Pacific, Canadian Pa- 
cific, New York, New Haven & Hartford, Grand Trunk, 
Norfolk & Western, Alton, Kansas City Southern, and 
many of the smaller roads. 

Asked as to his familiarity with the appraisement 
of railway property, he said he had worked with John S. 
Stevens on the valuation of the New Haven road. From 
the experience theer gained and his other work, Mr. 
May reached the following conclusions: 

Reproduction an Erroneous Guide. 

To speak of cost of reproduction as present values 
is erroneous. 

The fundamental value of a railroad must be one 
of two things—either its value as a railroad, which is 
dependent on its earning power, or as a scrap value. 

If any attempt is made to estimate cost, three 
things are to be considered: First, the cost of the rail- 
road equipment, which can be accurately determined; 
second, the value of the real estate, which presents 
difficulties practically insurmountable; third, the “going” 
value, i, e., value in excess of the bare cost of repro 
duction. 

Railway terminals are unique in that there is no 
standard by which to compare their values. 

As an illustration of the difficulties, even in ordi- 
nary commercial lines, of valuation of property, the 
witness declared that on the outskirts of Chicago one 
man had valued a plant at $750,000, another, $2,700,000; 
the valuations placed on the Equitable Life building 
during the insurance investigation had varied 20 to 25 
per cent. 

Reverting to the terminal proposition, Mr. May de- 
clared that the water front terminals of the New Haven, 
if the railroad were taken away, would sfill be very 
valuable, while the value of the railroad would be less- 
ened by the loss of the terminals. Taken together, 
these two factors made the value of terminals still 
more valuable. 

Going Value the Biggest Factor. 

The going value of a railroad property is the biggest 
part of the subject; no satisfactory settlement of this 
factor in determining reproductive values has_ been 
reached. 

Attention was called to the methods of charging 
capital accounts as prescribed by the Commission. For 
instance, the rails of the old U. P. cost about $150 
per ton; in 1897 these were replaced by some costing 
$18. The difference still remains in the capital ac- 
count. On the other hand, reproduction cost would 
strip the road of this original investment. 

“No human affair that I know anything about is 
based on as much conjecture as the cost of reprodu 
tion,’ declared Mr. Norton. 

Mr. May declared that the amount actually and 
really invested in good faith is a better measure )) 
which to determine the return a railroad is entitled to 
earn than the revaluation; if reproduction is used, the 
value as a going concern must be added. 

The value of reproduction of all railroads probab!) 
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exceeds the amount actually invested in good fuith. 

The witness was of the opinion that, attacking the 
question de novo, capitalization had nothing to do with 
rates. 

The best guide as a basis of rate-making is the 
amount actually and reasonably invested in the prop- 
erty in good faith. Mr. May leaned to the rule laid 
down by the Wisconsin railroad commission in the 
Antigo case that, so long as rates were just and rea- 
sonable, the commission would not interfere to prevent 
a reasonable return on the investment and would take 
into consideration the years of early development in 
which a fair return cannot be earned. 

The shortage of return to the railways in pioneer 
years should be taken into consideration in the returns 
allowed in the flower of development. 

Mr. May did not believe that rates should be at 
such figure to allow the weaker roads to earn a return. 
Asked whether he agreed with Professor Adams that 
the stronger roads should turn over the excess to the 
public treasury, Mr. May answered in the negative, and 
declared he believed such a practice would tend to 
keep rates at a high level. 


Public Should Consider Unprosperous Years. 


In the attention paid to high dividends by some 
of the railroad companies in recent years, declared Mr. 
May, too little attention has been given to the low 
rate of return in the early years. 

If the government will guarantee no returns in 
lean years, was the witness’ opinion, it follows as a 
necessary corollary that there should be no undue re- 
strictions on earnings in good years. 

In taking into consideration the sum on which a 
railroad is to be allowed a return, the weaker roads’ 
necessities must be given consideration. Obviously this 
cannot be applied to individual rates, but only to the 
body of rates as a whole. Isn’t it better to run the 
risk of allowing a few roads to earn perhaps excess- 
ively, than to run the risk of retarding railroad de 
velopment? 

Generally speaking, witness did not believe any man 
would go into a new business unless he was certain 
of earning from 15 to 20 per cent. The average rate 
of earnings of the national banks is about 8% per cent. 

Profit and efficiency should be divided on an equit- 
able basis between the shipper and the investor. Mr. 
May illustrated this by the practice and statutes in 
England with respect to gas companies. Dividend rate 
is fixed on a certain price for gas; as the price of gas 
goes down the dividend rate is allowed to go up. 

Wednesday Afternoon Session. 


The direct examination of Mr. May was continued 
following the noon recess. 

The witness gave it as his opinion that the cap- 
italization of the Santa Fe, following reorganization, 
372,000,000, was not in excess of its value. 

“Who owns the surplus of a railroad?” asked Mr. 
Norton. 

As regards the surplus in the past, Mr. May be- 
lieved there should be no question but that it belonged 
to the stockholders. 

Mr. Norton stated that, because Mr. May’s tes- 
timony related so largely to Santa Fe matters, he would 
offer him as a witness for that road only. 


On cross-examination by Mr. Lyon, Mr. May re- 
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stated his position on how rates should be regulated: 
That the value of the service to the shipper seemed to 
him the most important question; the next, the amount 
of actual investment calculated with due respect to 
past returns; that reproduction cost involved assump- 
tions that could not stand an actual test. 

“How would you apply theory of the value of 
the service to the shipper to a whole rate structure?” 
asked Commissioner Clark. 


The Basic Theory of Rate-Making. 

The basic theory of rate-making is to take rates 
as they are; remedy existing inconsistencies and make 
future readjustments as conditions changed, was the 
witness’ declaration. 

The lowest level rates should touch is a fair return 
on the bona fide investment or physical value—which- 
ever might be adopted; the maximum, the value of 
the service to the shipper at his maximum—the most 
he is willing to pay. Between these two points rates 
should fluctuate, so as to permit the freest possible 
movement of traffic. In the first instance, the deter- 
mination of the freest movement should rest with the 
carrier; the final, with the government regulating body. 

Commissioner Clark wanted to know if there were 
three competitive roads of different physical values and 
different investments and the Commission should fix 
rates on the basis of a reasonabe return to the road 
having the highest value, whether injustice would be 
done to the weaker roads; in other words, should the 
government undertake to guarantee a return on poorly 
managed properties. Witness did not think that this 
return should be guaranteed. 

Mr. Norton stated that so long as the rates are 
not extortionate, so long as they are reasonable to the 
public, rates should not be reduced because these rates 
might bring some carriers very large earnings. 


Value of Service the Crucial Test. 


Mr. May declared that the value of the service to 
the shipper is the crucial test of the reasonableness 
of the rate; the return to the carrier a secondary. 

Mr. Lyon wanted to know whether, assuming that 
a fair return to the carrier was 6 per cent and that 
the value of the service to the shipper would bring 
an 18 per cent return, the government had a right to 
step in and order a reduction of the rate bringing the 
18 per cent return. The witness did not think this 
right existed. 

Morally, witness believed that restriction and pro- 
tection should go hand in hand. Where protection has 
not been granted, restriction should not be exercised. 

Commissioner Clark then reverted to the case of 
the three competitive carriers and as to what return 
should: be allowed. Mr. Norton objected to the ques- 
tion on the ground it was a legal one. 
sioner withdrew his question. 


The Commis- 


A. S. Conrad Put on Stand. 


A. S. Conrad, assistant general auditor of the Santa Fe, 
was then placed on the stand to identify various supple- 
mental exhibits called for by counsel and examiners in 
the August hearings and now filed by Mr. Norton. 

These exhibits included detailed analyses of the com- 
pany’s pay-rolls for the last decade. They showed that for 
the system, the total pay-roll in 1910, exclusive of construc- 
tion, was increased $241,274.13 because of an increase in 
force, and $158,447.01 because of an increase in the average 
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rate of pay. On one of the lines, the Gulf, Colorado & 
Santa Fe, there had been a decrease of $3,767.76, due to a 
decrease in the number of men employed, but an increase 
of $10,859.06, due to higher rates of pay. Compared with 
1901, the total pay-rolls of the system showed an increase 
of $15,481,054.26, due to increasing the number of men 
employed, and $6,282,382.50 because of higher rates of pay— 
a total increase of $21,763,436.76. 

A comparative table of the rates of pay to different 
classes of employes for 1901 and 1910 follows: 





1901 1910 
Avge. Avge. — Increase Over 1901 — 
Daily Daily In Rate In Total 
*Classes— Rate Rate of Pay Compensation 
1. General officers....... $17.69 $17.45 *$0.24 *$ 10,681.92 
2. Other officers ... cs. ee 6.44 .65 52,973.05 
3. General office clerks. eee 2.40 23 240,915.34 
4. Station agents ....... 2.03 2.29 .26 97,190.34 
5. Other station men.... 1.54 1.90 .36 522,588.60 
6. Enginemen ......-..-«- 4.00 6.59 1.59 870,121.14 
a EEE Sewevsevetcuen 2.45 3.45 1.00 549,056.00 
8. Comd@uctorm® ....ccneoce 3.49 5.29 1.80 669,421.80 
9. Other trainmen ....... 2.41 3.47 1.06 1,104,798.78 
10. Machinists .........% 2.59 4.16 1.57 477,044.50 
Se CE. soc ows ones 2.37 2.97 -60 212,473.20 
2. Other shopmen ....... 1.89 2.56 .67 1,200,850.38 
3. Section foremen ...... 1.78 1.96 18 101,095.20 
14. Other trackmen ...... 1.27 1.26 *.01 *47,954.43 
15. Switchtenders, cross’g 
tenders and watch- 
Sh ntnes Gack vhae vce 2.35 1.36 *.99 *84,613.32 
16. Telegraph operators 
and dispatchers..... 2.65 2.75 10 41,678.20 
17. Employes’ float. equip. 2.59 3.00 41 10,287.72 
ee eee SOE wo vie ne sre ede 2.06 2.15 .09 275,137.! 92 
te. ,  eute ay UR ib b s omalsis «celtee Cap Gi ela nels $6,282,382.50 


*Decrease. 





The same information with respect to the Atchison, 


Topeka & Santa Fe Railway Company was also filed. This 
shows: 
1901 1910 
Avge. Avge. — Increase Over 1901 — 
Daily Daily In Rate In Total 
Classes— Rate Rate of Pay Compensation 
1. General officers ...... $19.82 $20.27 $0.45 $ 13,746.15 
2. Other officers ......... 5.66 6.59 .93 56,316.15 
3. General office clerks... 2.16 2.39 .23 187,648.72 
4. Station agents ........ 1.92 2.25 ar. 95,420.16 
5. Other stationmen ..... 1.53 1.91 .38 463,240.14 
6. Enginemen ........... 4.00 5.58 1.58 712,020.68 
FP ROO . oa baeed oS seus 2.45 3.43 98 443,242.24 
SB. CamAuctere® ...cccscecs 3.40 5.38 1.98 587,062.08 
9. Other trainmen ....... 2.39 3.58 1.19 982,634.17 
10. Machinists ............ 2.59 4.18 1.59 395,084.79 
Li. CAPPOMtOIS <2... scccce. 2.36 2.97 61 178,725.72 
12. Other shopmen ....... 1.89 2.59 -70 1,053,878.00 
13. Section foremen ...... 1.78 2.01 .23 98,923.92 
14. Other trackmen ...... 1.28 1.24 *.04 *154,163.40 
15. Switch tenders, cross- 
ing tenders and 
watchmen ..... 2.41 1.33 *1.08 *76,981.32 
16. Telegraph operators 
and dispatchers..... 2.66 2.7 138 42,639.74 
17. Employes floot. equip. 2.59 3.00 -41 10,287.72 
1SHAll Others .........05. 2.07 2.15 .08 199,928.24 
NN OSs ec hes cians tap bad Ueicet ca hese s eg eae os $5,289,653.91 


*Decrease. 

+See next exhibit. 

The wage statistics reported to the Interstate Commerce 
Cemmission comprise the total payroll expense (exclusive of 
construction), regardless of how charged in the accounts. As 
an average, however, not to exceed 5 per cent of the total 
payroll was charged to accounts other than operating expenses 
during the years 1901 tq 1910 inclusive. 

Item 15.—Prior to 1904 switchmen were included in this 
item with switch tenders, crossing tenders and watchmen, 
employes receiving a much lower rate of pay. In 1904 and 
subsequent years switchmen are included with “Other Train- 
men. This accounts for the decrease in average rate of pay 
of “Switch Tenders, Crossing Tenders and Watchmen” for 
1904 and subsequent years, as compared with 1901. 


Submits Tonnage Statistics. 


An exhibit showing the ton miles, ton miles per average 
mile of road operated, passengers one mile and per average 
mile of road operated was also submited. This revealed 
that for the decade ending June 30, 1910, the average num- 
ber of miles operated increased from 7,807.31 to 9,916.33, 
or 27.01 per cent; the ton miles, from 3.876,793,344 to 7,012,- 
896,589, or 80.89 per cent; the ton miles per average mile 
of road operated from 496,559 to 707,207, or 42.42—with a 











high-water mark of 737,901 in 1907; the passengers one 
mile, from 514,037,047 to 1,236,975,839, or 140.64 per cent, 
and the passengers one mile per average mile of road Op- 
erated, from 65,840 to 124,741, or 89.46 per cent. 

This was followed by an analysis of the equipment de. 
preciation reserve since July 1, 1907. The total credit to 
the reserve for the three years were $8,186,302.28; the tota] 
charges, $1,822,579.94, leaving a credit balance represe ating 
accrued depreciation on equipment in service at June 30, 
1910, of $6,363,722.34. The credits to the account by charges 
to operating expenses for depreciation and renewals of 
locomotives, passenger and freight cars, work and floating 
equipment totaled $6,666,525.51. The salvage, including 
cash collected for equipment sold and equipment destroyed 
on foreign lines, was $960,174.82; depreciation on refrig- 
erator cars leased tc the Santa Fe Refrigerator Dispatch 
Co, reached $557,451.26. The charges to the reserve for 
equipment retired follows 


NEE 8 or d'ch Gale's CURES G5 4 occ haeeet bocbeeee $ 15,526.46 
SO, ee a reer ee ee 73,238.10 
Se EE EE EE L vil'w co's c betuares bend bene ecweb’ be 1,711,473.84 
20 work or miscellameOus C@rs.........-.eeeeeeees 22,341.54 





$1,822,579.94 
It was explained that the charges to operating ex- 
penses for accrued depreciation were based upon rates ap- 
plied to original cost of equipment, less allowance for 
salvage, as follows Locomotives, freight train cars and 
work equipment, 3 per cent per annum; passenger train 
cars, 2 per cent; floating equipment, 3 per cent per annum 
on original cost, without salvage allowance. The salvage 
allowance is determined by application of percentages to 
the original cost, as follows: Locomotives, 10 per cent; 
passenger train cars, steel underframe, 7 per cent, and 
wooden underframe, 5 per cent; freight train cars, steel 
underframe, 20 per cent, and wooden underframe, 17% 
per cent; work equipment, 10 per cent. 


Outstanding Securities of Subsidiaries, 


A statement of the outstanding securities of the auxil- 
iary companies of the Santa Fe system, showing those 
held by the public and those held by the Santa Fe, follows: 

GULF, COLORADO & SANTA FE RY. CO. 


Owned by Owned by 
Outstanding Public Atchison Co. 
Capital stock.......... $ 4,560,000.00 $ 13,000.00 *$ 4,547,000.00 
ist mtg. 6% bonds..... 12,695,000.00  ....... *12,695,000.00 
lst mtg. 7% bonds..... 1,000.00 | ee eee 
2d mtg. 6% bonds..... Ree”. < weewh ws *8 614,000.00 
*Certificates of indebt- - 
I, NTO 5 a 050:5,0,5%-< 19,306,068: 79. .... seczncec 18,892,061.79 
Notes payable 5%..... Cee Sere 867,967.76 
SOUTHERN KANSAS RY. CO. OF TEXAS. 
Capital stock ere 3 604,500.00 9,000.00 #595,500.00 
Ist mtg. 5% bonds..... 1,583,000.00 i ....... *1,583,000.00 
‘Cc ertificates of indebt- ie 
edness, 5% ..... aie 4,.908.G85.29 ... .. sirecics 4,709,689.29 
Notes payable, epee 8 ee ee 76,602.06 
E. RY. CO. OF N.'M. SYSTEM. 
E. Ry. Co. of N. M.: 
Capital stock ......... 30,000,000.00 700.00 20,999,300.0 
tP. & N. T. Ry. Co.: : 
Capital stock ......... 710,000.00 1,000.00 $709,000.00 
Ist mtg. 6% bonds..... Reese =~ Saw e ves #1,140,000.00 
tPecos River R. R. Co.: ; : 
Capital: GiGOR  wscccc sss 691,200.00 1,200.00 #690, 000.0 
lst mtg. 5% bonds..... | eee ee #696, 000.00 
SANTA FE, PRESCOTT & PHOENIX RY. CO. 
Capital stoek..cscperd.. 7,898,000.00 900.00 7,897,100.00 
ist mtg. 5% bonds..... 4,940,000.00 4,940,000.00 ....... 
2a mtg. 5% bonds..... BUGS O0C.C8) dvsness 2,964,000.00 
TEXAS & GULF RY. CO. 
Capital stock ......... 100,000.00 700.00 99,300.00 
Notes payable, 6%.... Sy 6 rr 606,677.05 
Notes payable, 5%.... est) SSSR 270,000.00 
GULF, BEAUMONT & KANSAS CITY RY. CO. 
Contin] .stegk «3... ..%. 500,009.00 1,000.00 499,000.0 
1st mtg. 6% bonds..... 749,500.00 595,500.00 154,000.04 
2d mtg. 6% bonds..... 176,000.00 135,000.00 41,000.00 
2d mtg. 5% bonds..... 574,000.00 149,500.00 424,500.00 
Certificates of indebt- 
eGness, 69 sin .. cies SA, SRDS > 2 athens 554, = 
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GULF, BEAUMONT & GT. NOR. RY. CO. 


Capital stock ......... 350,000.00 900.00 , 349,100.00 
ist mtg. 5% bonds..... pe ES ee 1,132,000.00 
Certificates of indebt- na 
edness, 59% ...cceese DEE |. °c, eee eae 150,457.17 
CANE BELT R. R. CO. 
Capital stock ......... 100,000.00 900.00 99,100.00 
ist mtg. 5% bonds..... 1,000.00 Ree Uheccasamaene 
Notes payable, 5%..... Lee | Seatac 1,264,338.00 
Certificates of indebt- ? 
SuNneee, * Bie s vecswces See |”. Semeeds 87,594.17 
JASPER & EASTERN RY. CO. 
Capital stOclg ... sec. 81,000.00 900.00 80,100.00 
Notes payable, 6% es kt ? | ese eee 1,660,906.04 
Certificates of indebt- 
edneees WG. soo sutess cs Ret EeeG, § in Saab nen 2,371.06 


PRESCOTT & EASTERN R. R. CO. 





Capital stock ......... 792,000.00 700.00 791,300.00 
ist mtg. 5% bonds..... 359,000.00 224,000.00 135,000.00 
BRADSHAW MOUNTAIN R. R. CO. 

Capital stock ......... 716,700.00 900.00 715,800.00 

Certificates of indebt- s 
——e err TREE, A... \ealeewes 716,700.00 
oy a RS $112,591,572.71 $6,077,800.00 $106,513,772.71 
Total pledged, $30,711,500.09; unpledged, $75,802,272.7 


*All owned by Atchison Co. pledged. 


*Of the certificates of indebtedness of the. G., C. & S. F. 
tv. Co., $17,858,924.70 represent balance due on account of ma- 
tured interest on first and second mortgage bonds owned by 
the Atchison Co., accrued prior to June 30, 1904. 

‘Of the certificates of indebtedness of the Southern Kansas 
Ry. So. of Texas, $2,775,570.82 represent matured interest on 
funded debt owned by the Atchison Co, and cash advances to 
cover operating deficit accrued prior to June 30, 1909; also in- 
terest on deferred payments and cash advances, to cover oper- 
ating deficit, made prior to January, 1896. 

tThe securities shown as pledged are lodged with the Union 
Trust Company of New York, trustee under the A., T. & S. F. 
Ry. Co. general mortgage, except: 

Pecos & Nor. Tex. Ry. Co.: 
Capital stock....$ 151,000.00 
ist mtg. 6% b’ds. 1,140,000.00 


Pecos River R. R. Co.: 
Capital stock...... $690,000.00 
ist mtg. 5% bonds 696,000.00 

Lodged with the Norton Trust Company, New York, trustee 

under the A., T. & S. F. Ry. Co.-the Eastern Ry. Co. of New 

Mexico Transcontinental Short Line mortgage. peti 

tThe securities of the Pecos & Northern Texas Ry. and 

Pecos River R. R. Cos. shown above under the Eastern Ry. Co. 

of New Mexico System are owned by the Eastern Ry. Co. of 

New Mexico, the entire capital stock of which company, save 

directors’ shares, is owned by the A., T. & S. F. Ry. Co. 

$$151,000.00 pledged. 


Included in the exhibits which Mr. 
on to identify 


Conrad was called 
was a statement showing the net income 
applicable to bond interest and dividends paid since the 
reorganization of the company in 1896. The total paid out 
in interest amounts to $134,729,729.85; dividends on pre- 
ferred stock, $64,222,458.75, and on common, $48,038,652.50. 
The preferred stock dividends first paid were 2.25 per cent 
in 1899: this was increased to 4 in 1900 and raised to 5 
the next year, at which figure it remained. First dividends 
were paid on the common stock in 1901, 
was increased to 4 in 1902, 5.5 in 1907, 
and advanced to 6 per cent in 1910. 


1.5 per cent; this 
reduced to 5 in 1909 


Slason Thompson a Witness. 


Slason Thompson, manager of the Bureau of Railway 
News and Statistics, was then put on the stand. Mr. Norton 
fled, during his testimony, the following exhibits, com- 
paring foreign railway capitalization rates, wages and rates 
with American: 

STATEMENT OF THE CAPITALIZATION OF THE RAIL- 

WAYS OF THE PRINCIPAL FOREIGN COUNTRIES. 


Miles Capital or Cost Per 
Year. Country. of Line. of Construction. Mile. 
1909 United Kingdom ........ 23,280 $ 6,401,160,346 $274,964 
1998 German Empire ........ 35,558 3,903,848,500  *109,788 
OR ee eee 24,730 3,447,366,000 139,390 
EE A oa sss bia heise 006 13,454 1,532,956,000 113,900 
a OE ee ee 11,750 750,176,000 63,840 
1907-8 Italy (state roads)...... 8,699 1,086 ,000,000 124,730 
1997 Belgium (state) ......... 2,537 130,800,000 169,806 
es CU Ae 1,649 137,760,000 83,300 
1907 Switzerland ............. 2,740 298,709,210 109,000 
1909 United States ...........236,868 13,711,867,733 59,259 


*The average for the state railways is $114,300. 
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WAGES OF RAILWAY EMPLOYES IN FOREIGN COUNTRIES. 


Per Cent 
Average Gross 
Com- per Rev- 
Number. pensation. Year. enues. 
Germany, I9GS ci eee ccd 699,155 $259,606,734 $371 40.1 
Switzerland, 1907 .......... 41,973 12,279,928 292 31.9 
France (one department)... 80,732 14,719,531 187 


Belgium (state railway repair shops at Ghent), from $3 ‘per 
week to laborers to $3 to $4.84 per week for skilled mechanics. 
Vide Report to British Board of Trade, February 24, 1910 
(cd 5065), p. 74: ° 
Enginemen from $22.50 to $38 per month. 
Firemen from $15.20 to $22.80 per month. 
Conductors from $15.97 to $34.70 per month. 
Brakemen from 45 cents a day to 17.10 per month. 
Switchmen from $17.10 to $22 per month. 
Little change since Professor Weyl’s report, 1899. 
No. 20, Department of Labor.) 
United Kingdom, 1907. 
Special Agent Ames, of the Interstate Commerce Commis- 
sion, reported wages on the railways of the United King- 
dom as follows: 


REE c.Fhdd cd eVes 6 3 VepVewh awunescweee $9.32 per week 
Firemen 5.76 


(Bulletin 


Te Te Tee ee ee . per week 
CEE aa.escncoher.agideudinawn oe oh aw tee 6.26 per week 
ee ee, Me eee ee ee ee ee 6.44 per week 
ES inks tik ong +b ombinaey be hhh deere 5.80 per week 
DOE, 0 tS ol Saves dadeectbeDetenatesnns 5.80 per week 
NG 5. yin ok « 4 Geils ode cbebdbwdemeneeas 5.66 per week 
RS nt brink anda we 66 dane si ee aaah 5.58 per week 


Cited by Senator Lodge, 
1910, page 1231. 

In 1909 the average weekly earnings of 459,444 of the 27 com- 
panies employing 90 per cent of the railways of the 
United Kingdom were 25s. 44%d., equal to $6 per week, 


or $314 per year. This is considerably higher than the 
average for all British railways. 


Congressional Record, January 31, 


Parliamentary paper issued by Labor Department, British 
3oard of Trade, August, 1910. 
Com- Average 
Number. pensation. per Year. 
United States, 1909. .........ce. 1,502,823 $988,323,694 $658 
pana TOMS oo or ckcpecevenes 25,985 17,026,264 655 


Vide Abstract of Railway Statistics for 1909, issued by I. C. C. 
July 1, 1910. 


AVERAGE RECEIPTS PER FREIGHT TON-MILE OF FOR- 

EIGN RAILWAYS. 

Average per 
Ton-Mile 
(Cents). 


United Kingdom, Statist, July 23, 1904........ (1903) *2.384 
Clermamm Bemre, GERGI. 66 voisic ve cccctrccecscce (1908) 71.42 
es EE Sik < p0¥ es tee wth odes eteontb ares (1907) 71. 36 
SN nas 5 paws cages 4 <darehkabege tie (1907) 71.48 
SE, SEED. ve ube ele d0 a 6 ou we Chae cicned (1907) 41.22 
I MINE vo cor place ca brs kine > vn dpiaritaeb ath (1907) 71.23 
WS, cou bw ww cbc swainda dec ORs (1907) 72.82 
MN 3 Se win <i ects ache wicow taut cose (1909) -727 
Crees eee. GUUUME . . 6 cwcwdecncesaveacd ecwe (1909) -763 





*Per English ton, 2,240 pounds. 
+Per metric ton, 2, 204 pounds, 

STATEMENT OF THE PER-TON-MILE RECEIPTS OF THE 
GOODS TRAFFIC ON VARIOUS COMMODITIES AND 
THE AVERAGE HAUL ON THE GOVERNMENT RAIL- 
WAYS OF NEW SOUTH WALES FOR THE YEAR END- 
ING JUNE 30, 1910. 


Average Receipts 


Haul, per Ton- 
Miles. Mile (Cents). 

OT LOTS Tre 1.08 
EEE, Siglgl artis o'c’oc ode $s o00s éeeenaebde 26.68 1.58 
NIE ins: o cigs bbb iine decane t 247.08 72 
So; ME CMU w 4 6 0465.6 00 we oe bee 208.52 .76 
ED. + Watkin Wid us WE occ bi bg ba bide eies kee 299.07 3.90 
NN RO ae ee Sere 2.38 
General merchandise (including all 

SE OED. cc cdbenesameusbawne cua 91.63 3.20 

NE oN IGs.. Gadian Shei beer eed 242 84.69 2.00 


The official statement is accompanied by the signific ant note: 
The above earnings are exclusive of terminal charges.’”’ These 
increased the freight receipts by nearly 15 per cent.—From report 
of the Chief Commissioner of Railways, 1910, page 11. 

Average wages in New South Wales, $419 a year, page 25. 


“er 


The average receipts of the same classes of articles. 
ported to the Interstate Commerce Commission for 1909, 
as follows: 


as re- 
were 
Receipts per Ton- 


Mile (Cents). 
Anthracite coal 


wha ee pbs 00 de 000. ty ease eee Ved toby bee 0.611 
EE CORE 8S bebo vies sb dve bee beaes seen .498 
ST. Sena nip Sinlinn ebihaas beak ui ddd oak « pekawede ca we mes ae 
SN aitutes 6 has pb Gh ina eee da se osd.d obs ced ew alden .595 
PN esa ids Weleweclbw aad bien onseeeddes cewek 640 ee ed keke -957 
Cotton (compare with wool)............ccceccccccee 1.743 
SE EEE. ova p Wek ease CHEN bs 6 dds eet Cobved choweuate 1.182 
Seen MS, iin b aiseshs Ws adic 019. 0/>-0 Wsitiaeentg oh oo eae .889 


Here the rate includes the terminal charge. 
James Grills Thompson. 
The direct examination of Mr. Thompson had no soouer 
been concluded than Francis B. James opened a vigorous 
fire of questions intending to discredit the witness. First 
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the lawyer grilled Mr. fhompson for his criticisms of the 
Interstate Commerce Commission accounting methods. 
Then he forced the witness to admit that the English 
railways performed additional services not included in the 
American transportation rate, such as delivery and collec- 
tion. The witness stated that the average haul in England 
was 23 miles; that the average capacity of the cars there 
was 10 tons and that about one-half the equipment was 
owned by the shippers. Mr. Thompson finally acknowl- 
edged that it was not fair to compare English and Ameri- 
can railways. ‘The average haul in Germany was said to be 
about 62 miles: as a whole, German and French transpor- 
tation conditions were declared to be similar to those exist- 
ing in this country, except that the cars were lighter. The 
Swiss service the witness considered the best in Europe, 
but did not think the traffic density was any greater Or as 
great as in the New England states. Mr. James asked 
several questions about foreign conditions, to which the 
witness replied that he did not know. 

Referring then to the recent compilation of speeches 
and papers on railroad subjects issued by Mr. Thompson 
under the title of the Railway Library, Mr. James wanted 
to know whether the witness endorsed an excerpt from 
ex-Senator Spooner, printed therein, in which the Badger 
lawyer said that “It (the Commission) is as insatiable as 
death for power.” Mr. Thompson declared that politically 
this was true. Mr. Norton objected to this line of attack 
by the shippers’ counsel. Mr. Atwood delivered one of his 
impassioned appeals, arguing that the line Mr. James was 
pursuing was fundamental; that the shippers were trying 
to show that the witness was so biased as to render his 
testimony and exhibits worthless. Commissioner Clark al- 
lowed Mr. James to proceed over Mr, Norton’s protest. 

James S. Peabody, statistician of the Santa Fe, was 
the last witness of the day. He was called on to iden- 
tify and explain several tables and blueprints, many 
of which had been called for at the first hearing. 


Public Owes Road $154,000,000. 


One of the most interesting exhibits was that show- 
ing the account current of the company with the public. 
By this it was estimated that the public owes the 
Santa Fe $154,568,319.69 in deferred returns. This is 
based on the hypothesis adopted by the Wisconsin com- 
mission in the Antigo case that where the income avail- 
able each year is insufficient to pay a fair return, in 
this case figured at 6 per cent, the deficiency is to all 
intents and purposes is added to the investment, upon 
which the shareholder is entitled to his reasonable 
return. 

How the Santa Fe has figured out what the public 
owes it since the reorganization of the road is shown 
in the subjoined exhibit: 


ACCOUNT CURRENT OF THE ATCHISON, TOPEKA 


Vol. VI, No. 14 





The increases in the price of materials since 1897, 
called for by the examiners at the August hearing, is 
shown in the following table: 
me. 1900. 1906. 1909. 1910, 


Sawn pine ties, untreated......... -25 32 .29 ) 
Hewn pine ties, untreated........ See” Sie! Gees Yee y 
Oak ties, Chicago................. 45 63 67 .66 ‘¢ 
Oak ties, Japanese, Pacific Coast. .... .....  ..... 85 "87 
Redwood ties, Pacific Coast:..... .30 per .60 “64 


00 


Lumber, yellow pine, first grade.. 8.00 8.50 14.50 20.00 


Lumber, yellow pine, second grade.... ... scan 14.75 if 15 
Steel rail, per ton, open hearth he 
_ Service, BOOe sihvdetc elute deen 18.00 33.00 30.00 30.00 30.00 
SMO: WP QW heieds ocbsiececnbancs 1.47 1.90 2.00 1.75 1.89 
Track bolts, per cwt.............. 2.20 3.00 2.80 2.35 947 
wer Os DOF OWE o6 kin ccdcecewc. 1,20 1.80 1.90 1.55 147 
Coal, per ton, east of Albuquerque 1.19 1.33 1.49 1.45 150 
Fuel oil, per barrel, Texas............ -27 47 -77 14 
Fuel oil, per barrel, Pacific Coast. .84 .98 .o4 -58 ‘68 
Coal, per ton, coast lines.............. 1.71 1.34 1.50 1.49 
DERI OP We aeiwk be ctaoccbewievis 1.45 2.75 2.00 1.93 1.99 
Bridge girders and I-beams....... 1.90 2.50 2.85 2.20 "49 
NG CDS oo. hndic eas ytew Coavece RR 2.90 3.00 2.45 267 
Wheels, each, 60,000 capacity..... 2... vow 9.6000 «7.15 7.95 
Wheels, each, 80,000 capacity......... iced 7.50 7.65 775 


Another statement for the decade beginning 1901 
showed that, while the average mileage had increased 
21.01 per cent.; gross operating revenues, 92.74 per 
cent; operating expenses, including taxes and rentals, 
118.90 per cent; net operating income, after deducting 
rentals, 48.25 per cent; gross operating revenue per 
mile of road operated, 72.34, the net operating income 
per average mile of road operated had increased only 
16.72 per cent. During the ten years, there was an 
additional property investment of $172,605,957. The 
return on a 6 per cent basis would have meant an 
average per mile of $1,044.36, whereas the actual re- 
turn was only $612.33. 

Mr. Peabody was on the stand when adjournment 
was taken for the day. 

When the hearing opened Thursday morning, Mr. 
Peabody was again put on the stand. 


Consumer Gets No Benefit. 


Mr. Peabody stated that on March 2, 1908, the Okla- 
homa corporation commission put in a new schedule of coal 
rates; immediately before this reduction the price of coal 
at Blackwell on McAlester coal was $7 per ton: the freight 
rate was reduced from $2.65 to $1.60, but there was no 
reduction in the price of the coal to the consumer. Rates 
from the McAlester fields to Alva were reduced from $3.35 
to $1.75; Woodworth, $3.60 to $1.90; Stillwater, $2.25 to 
$1.25; Lindsey, $2.10 to $1.25; Ardmore, $2.10 to $1.05; 
Ponca City, $2.55 to $1.55; Shawnee, $2.10 to $0.82: Med- 
ford, $2.45 to $1.60; in no case was there a reduction in 
the retail price of the coal. The freight rate to Gage 
was reduced from $3.70 to $1.90; the retail price was ad- 
vanced 50 cents per ton; the rate to Pawnee was cut $1.5: 
the retail price of the coal advanced 50 cents. The rate 
to Purceli was cut from $2.75 to $1.20; the retail price cut 
25 cents; the rate to Perry was reduced from $2.35 to $1.35: 





AN TA FE RY. CO. WITH THE PUBLIC ON BASIS OF 6 PER 


&S 
CENT RETURN ON PROPERTY INVESTMENT. 


Total 
Year Investm’t at 
Ending Beginning of Actual Add’ns Mean Investmt. 
June 30 Fiscal Year During Year For Year 


1896 (6 mos.).$371,669,326.78 $ 434,935.99 $371,886 ,794.77 


ge A 380,827,996.55 15,853,214.91 388,754,604.01 
rrr 413,936,123.25 4,212,364.34 416,042,305.42 
See 434,239,078.66 7,357,602.28 437,917,879.80 
456, 462,438.37 7,660,366.92 460,292,621.83 
og Cee 474,675,511.69 12,353,628.95 480,852,326.16 
ae 494,683,565.83 20,369,595.16 504,868,363.41 
SET hain tea aod 521,424,244.65 14,379,022.56 528,613,755.93 
RSPCA 544,487,278.06 11,983,081.45 550,478,818.79 
i Ear 564,720,547.33 6,747,859.45 568,094,477.05 
_., Ea 584,200,219.25 23,761,343.56 596,080,891.03 
eee 615,371,022.93 22,221,787.13 626,481,916.50 
a A eee 642,457,450.98 22,723,199.48 653,819,050.72 
1909 6,523,942.01 682,038,254.16 


baests 84 678,776,283.16 


- 692,699,983.14 31,542,497.26 708,470,331.77 


$208,124,441.45 


Income Deficiency Total 

Available in Return Investm't 

6% Return on for Return to Be Carried at End of 
Mean Investm’t on Investm’t to Investm’t Fiscal Year 
$ 11,156,603.84 $ 2,432,870.06 $ 8,723,733.78 $380,827, 996.58 
23,325,276.24 6,070,364.45 17,254,911.79 413,936,123.25 
24,962,538.33 8,871,947.26 16,090,591.07 434, 239,078.66 
26,275,072.79 11,409,315.36 14,865,757.43 456,462, 438.37 


27,617,557.31 
28,851,189.57 
30,292,101.80 
31,716,825.36 
33,028,729.13 
34,085,668.62 
35,764,853.46 
37,588,914.99 
39,229,143.04 
40,922,295.25 
42,508,219.91 


17,064, 850.91 
21,196,714.38 
23,921,618.14 
23,032,814.51 8, d 

24,778,541.31 8,250,187.82 
21,353, 856.15 y 

28,355,393.34 
32,724,274.07 


10,552,706.40 
7,654,425.19 


4,864,640.92 
13,595,632.70 
7,398,857.97 
10,120,507.52 


$154,568,319.69 





692,699,083.14 


734,362,087.92 


32.387.712.39 





$312,756,619.95 





$467,324,939.64 
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the price reduced 50 cents; to Guthrie the rate was cut 65 
the advance in the retail price was 50 cents. The 
rate to Oklahoma City was reduced $1.15; the price of 
coal, $1. 

Mr. Norton declared that the purpose of having the 
figures on coal rates and retail prices read into the record 
answer the pleas of the shippers who were 
“ostensibly” representing the consumer, 

Coming to the question of loss and damage claims, 
Mr. Peabody declared that 24.39 per cent of the amount 
paid went to the live stock shippers; this represented 7.12 
per cent of the total revenue received on this traffic. 

Mr. Peabody also submitted data compiled from 
Moody’s Manual to show that the returns on industrials 
far exceeded that on railroads. Simmons Hardware Co., 
Sears, Roebuck and the International Harvester Co. were 
among the firms whose financial operations were cited. 

On cross-examination Mr. James took up the exhibit 
of the account current of the Santa Fe with the public, in 
which it was figured that the public owes the road $154,- 
000,000 plus in deferred returns. Mr, Peabody stated that 
he had made no analysis of what the figure first used, 
$371,000,000 plus, represented. He admitted that he might 
have prepared this exhibit after participating in short 
conferences with Mr. May. 


Auditor Conrad 


cenis; 


was to 


Is Recalled. 


Mr. Conrad was recalled. 

Mr. Thorne questioned the witness on the fairness of 
comparing operating expenses since 1907, in which depre- 
ciation is charged, to those in which depreciation was not 
charged. Mr. Conrad thought the comparison just, despite 
the fact that renewals and repairs plus depreciation since 
1907 were greater than renewals and repairs alone prior 
to 1907. 

On behalf of all the carriers, Mr. Norton filed the 
report of Senator Lodge’s committee on wages and the 
prices of commodities, Senate Report 912, Part 1, issued 
June 23 1910. 

Object to Evidence Offered. 


The introduction of extracts from McPherson on “Rail- 
road Rates” was objected to. Mr. James declared that 
Mr. McPherson was in the railway’s employ when he wrote 
that book. Mr. Thorne suggested that Mr. McPherson be 
put on the stand at Washington. The exhibit, which was 
rejected by the commissioner, follows: 

wr “ensus reports, reports of the Interstate Commerce 
commana reports of the Department of Agriculture and other 
government data, Logan G. McPherson, of Johns Hopkins Uni- 
versity in his work on railroad rates makes the following show- 
ing for 1905: 

Net returns per each $1,000 of capital: 


NN ET ere PE ee ee ee Te $151 
ABTIGUITUTO «2. ccccccc recs ccercerecccvcsecece 98 
TEPID osc ceive ccveccchoeseces settee eeeeees 44 
Total salary wage for each $1,000 of capital: “D 
INES |. 55555 o6 ic teres auds ober oe uae Vases $261 
i kg oe es Lie ie sa Kee e mR ope eRe fh 61 
Average salary wage per worker: nes 
osteo a cb bd hes 0 den erigienhe ee $539 
POPE FFT Cote Cte tesco eeees 607 
Number of workers per $100,000 of capital: A 
A: so 56. 02 086 60 bese Ob ESS Been o:0qe 48 


EE Sig dia 6. ob bc Uda whs 83s de Gbe ve.cGeeese 36 


I cts eae cia ales ek te vig Oath ee @ aan Bees‘ 10 
Number of workers per $100,000 net return: 
pe es 2 er ee ar Per er es 320 
PPICTIBUTO sige sts s tome necoce? sae cenens ohapece 370 
EY 75 6s 4 6d WAY Cate 156 ce veSS dee koEPS Re Ye 4 


The foregoing shows that of the three great employing in- 
dustries in the United States railroads secure the highest ef- 
ficiency per man employed, pay the highest wages, and get the 
lowest returns. 


The reading into the records of extracts from Gom- 
pers on the labor question was also objected to. Mr. 
Norton declared he wanted to show by this the higher 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


483 
































































European rates, the lower wage compensation and the 
inadequacy of the service. Commissioner Clark sus- 
tained the objection to the evidence. Objection to the 
reading of an article by Chairman Knapp was likewise 
made and sustained. 

Mr. Norton stated that he might want to put an 
operating man on the stand at a later date. The Santa 
Fe then rested its case. 


Great Western Opens Case. 


John Barton Payne then followed for the Chicago 
Great Western railroad. In opening his case, he stated 
he declined to be bound by the theory of any witness as 
to rate-making. Mr. Payne announced he would also 
present exhibits for the Chicago & Alton. 

The Great Western practically rested its case on the 
statement of Auditor Newlean, which was made a part of 
its testimony in the case. This statement follows: 

“The Chicago Great Western Railroad company was 
organized in August, 1909, and purchased the property, 
franchises, leaseholds and other assets of the Chicago 
Great Western Railway company under foreclosure sale 
in receivership proceedings. The properties were re- 
ceived by the new company and operations were com- 
menced on September 1, 1909. The new company has, 
therefore, operations for but ten months in the fiscal 
year ended June 30, 1910, which can be exhibited. Its 
operating plans, finances and organization are wholly 
dissimilar to those which existed prior to its acquisi- 
tion of the properties, particularly during the period 
January 8, 1908, to August 31, 1909, when the lines were 
in the hands of receivers, and when conditions were 
abnormal and distorted. 

“It is therefore improper and impracticable to offer 
any comparisons of the operations of the Chicago Great 
Western Railroad company with the operations of its 
predecessor company prior to September 1, 1909, in the 
presentation of its showing of why it is in need of 
greater revenue, and why it is entitled to higher freight 
rates to produce increased revenue. 

“The finances of the Chicago Great Western Rail- 
road company at its inception were arranged to provide 
for funds for the reconstruction and improvements of 
the propetries to the end that economies could be ef- 
fected for reduction of costs of operation and thus 
create an adequate profit from them, and these plans 
were predicated upon general conditions as they existed 
on September 1, 1909, or immediately prior thereto. 
The company finds, however, that during each of the 
nine months, October, 1909, to June, 1910, compared 
with the first month of the company’s operations, i. e., 
September, 1909, costs rose to such an extent that the 
returns from the first ten months of the company’s 
operations completing the fiscal year, were wholly in- 
adequate. It is also apparent that the increased costs 
which developed during those months will be strongly 
felt throughout the fiscal year, which will end June 30, 
1911, together with further increased costs with which 
the company is now confronted, especially in respect 
to wage schedules. 

“The foregoing is a general explanation of the Chi- 
cago Great Western Railroad company’s position in its 
plea for needed additional revenue, and in its efforts 
to secure this through increased freight rates. The 
following details are offered in support of these general 
claims: 





Increase Would Mean $46,139.64, 

“Exhibit 1 shows the additional revenue which the 
Chicago Great Western Railroad company would have 
received in the months of September, 1909, and April, 
1910, if the increased freight rates, schedules for which 
have been filed with the Interstate Commerce Com- 
mission and suspended, had been in effect during those 





months. The following is a brief summary of this 
exhibit: 

Sept., 1909 April, 1910 One Year 
Revenue at present og 30, $26.05 $ 42,076.84 *$ 438,017.52 
Revenue at proposed rates... 33,9 ’ 46,764.33 *  484.157.16 
IMCTEASE 22. -ceccececcececeees 3,002.45 4,637.49 * 46,139.64 
Total freight revenue........ 697,182.19 801,091.31 8,521,540.24 


Per cent of increase to reve- 
nue on commodities af- 


ee ee eT tee 9.7 11.14 10.53 
Per cent of increase to total . 
freight revenue ........... 43 -58 54 


*Approximation based on six times the results shown for the 
two months. 


“These increases are wholly inadequate to meet 
the needs of the company, and should be largely aug- 
mented by further increases in rates to place the com- 
pany in a position where it may make a reasonable 
profit, improve the property and service, and build up 
a surplus essential to the financial integrity of its 
business. 

Results for Ten Months Ended June 30, 1910. 

“The following statement, showing the results from 
operations of the Chicago Great Western Railroad com- 
pany for the ten months ended June 30, 1910, include 
revenues derived from its operations of the properties 
of the Mason City & Fort Dodge Railroad company and 
the Wisconsin, Minnesota & Pacific Railroad company 
under leases (the total capital stock of these companies 
is owned by the Chicago Great Western Railroad com- 
pany): 





Average miles operated. .....-..-ce cere eee eee eeecees 1,494.04 
Operating Revenue: tee = 
Freight revenue .... 2... cece cceeccecccerreccecsers $ 7,309, 081.28 
Passenger TEVENUC .... 1... cece ee eee eee eee eeeenee 2,141,972. ‘ 
RR ES Pe erL Tro cre rt rT — 159,805 : ) 
EXXpreSS TEVENUC .... eee cece eee rere rete eeeeeeeee 253,317. 54 
Other passenger train revenue........-.eeeeeeeeees 14 7-829.00 
All other operating revenue. ........-..eeee ee eeeees 190,277.87 
Total operating revenue..........e eee eeeeeeeee $10, 171, 782. 87 
Operating Expenses: 
Maintenance of way and structuresS.......+-+-+++-+++ $ 1, 296, 33 
Maintenance of equipment...............+-e+-+eee: 1,2 aaa 129.90 
Trafflc CXPCNSES  ... 22. ccc ccccccscescccccccccccces 42 2 856. PH 
Transportation EXPENSES ......-- cece cece ee eeeeees 4,407,301 -82 
General EXPENSES ...... 2. cece cece cece e eee eeneeees 3 05,649.46 
Total operating expenses ........-.-seeeeeeeeers $ 7,726,375.35 
NE, in oe bia wie 6 6% e bla Go 0 WSs 6 6054p ood <0 BS 66 Oe RES 304,722.41 
Total operating expenses and taxes. gteVi’~« sees $ er 097.76 
Net operating revenue ....-.----eerereeeeeers a ,140,685.11 
Outside operations—net deficit................005- *17,675.08 
CPPMCIS TNGOTRS on 6c cc cciccncnc cic ccccccsso cece $ 2,123,010.03 
I oo RR ee Lee en ewe 188,433.24 
i Sey a SiINE a coped ecdcvecebeocevesestee $ 2,311,443.27 
4yharges: ¥ 
Denerest Om TUNGSE GED... ....s.csccvecasccecoeccees $ 1,220,672.13 
IE <kchS LNCS v's ec tcsctedoctcceeeswseee 7,168.16 
of erty rentals paid ..---+-+.e+eeeee eee eeereeeee 482,634.38 
i OE GUUIDIMOTIE. . 00. cece ccc ccc cece cccecesecces 145,193.11 
“ORotal Dg rae ata k ink w4 16-44 036) 00,65 0:06 05 SMO «608 $ 1, 855,667.78 
PIIOIIRES <0. ad hs oe hs o oddldsee’ ons vows ve 455,775.49 
Ratiosi,(. fh: 97 
Maintenance of way epenses to gross revenue.... 12.74 
Muinteriarce of equipment to gross revenue...... 12.23 
Traffic expenses to gross revenue................ 4.16 
‘Transportation expenses to gross revenue........ 43.33 
General expenses to gross revenue...............-. 3.50 
‘yTotal operating; expenses to gross revenue.... 75.96 
Net ‘incite ‘f6 préfetred stock ($41,021,400)........ 1.111% 
Neb 3 some tojtotal;capital stock ($86,268,100)...... 528% 
eficit. 


“From this statement it will be observed that the 
net income after ‘meeting fixed charges is equal to but 
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1.11 per cent on its preferred stock outstanding, and 
but 0.53 per cent on its total preferred and common 
stock outstanding. These results would not yield an 
adequate return on one-eighth of the present capita) 
stock, without considering amounts which should pe 
provided for out of income for improving the property 
and its service and for building up surplus. The tota} 
income from the transportation plant, amounting to 
$2,311,443.27, is equal to only 1.88 per cent of the com- 
pany’s total capitalization (stock and bonds). 

“The following explains principal causes of increased 
transportation costs encountered by the new company 
during the ten months ended June 30, 1910: 


Wages the Heaviest Item. 

“Wages: This is the heaviest item of increase 
which the new company has been obliged to meet. 
Increases were made in the early part of 1910 to the 
firemen, switchmen and freight handlers. In the ranks 
of unorganized labor, the company voluntarily increased 
payments to clerks, shopmen, trackmen, bridge and 
building men and other miscellaneous classes of labor. 

“Up to June, 1910, increased rates of pay have 
already been granted which mean an annual increased 
expenditure by the company of approximately $175,000. 
If there be granted the additional increases in rates 
of pay, requests for which have been made, and which 
are now under consideration, the company’s added wage 
payments, based on the number of men heretofore em- 
vloved, will mean an annual increase of approximately 
$300,000. 

“Thus it will be seen that the annual additional 
expenditures on account of mereased rates of pay al 
ready granted and those under consideration will ag 
gregate about $475,000 per annum, equaling the entir 
net income of the company for the ten months ended 
June 30, 1910, without any provision for dividends on 
stock, improvements, and the creation of a needed sur 
plus. 

Fuel Increase Adds to Burden. 


“Fuel: The average price of fuel for locomotive 
consumption in September, 1909, was $1.572 per ton. In 
June, 1910, the price was $2.675, an increase in expenses 
due to increased price of $54,757.37 in that one month 
The total increase in operating expenses during the nine 
months October, 1909, to June, 1910, inclusive, due to 
increased price of coal over that prevailing in September, 
1909, was $295,144.46. While it is true that a portion of 
this increase was due to the miners’ strike last spring 
and summer, the result of that strike will be a perma- 
nent addition to the cost to this company of locomotive 
fuel. 

“Cost of. Material and Equipment: The cost of many 
important items of railroad material has increased from 
September, 1909, to June, 1910, as is evidenced by the 
following prices paid by the company for new equipment 

“In September, 1909, consolidation locomotives were 
purchased for $15,500. In the spring of 1910 an addi- 
tional order was placed with the same concern for the 
Same type and size of locomotives at a price of $17,675 
each. 

“In September, 1909, steel under-frame box cars 
were purchased at a price of $795 each. In the spring 
of 1910 an additional contract for box cars for the same 


type and size was placed with the same concern at 2 
price of $928. * 
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“These prices were established under competitive 
conditions, and increases were due to the increased cost 
of labor and material entering into the construction of 
the equipment, 

“Increased Expenses to Meet Requirements of the 
Law: The new company was subjected to increasing 
costs imposed upon it by state and federal laws. The 
orders of the Interstate Commerce Commission in re- 
spect to compilations of tariffs, keeping of accounts, 
preservation of records, etc., have contributed to the in- 
creasing expenses of the company. State laws and rul- 
ings of commissions have increased the company’s taxes, 
and have called for various other forms of added ex- 
penditure. 

Tendency Toward Unprofitable Operations. 

he following averages for the individual months, 
September, 1909, to June, 1910, inclusive, will further 
illustrate the increasing tendency toward unprofitable 
operations: 


om 


Net Ratio of 
Operating Operating Operating Operating 
Revenue Expenses Revenue Expenses to 
per per per Operating 


Revenue Revenue Revenue Revenue, 
Train Mile. Train Mile. Train Mile. Per Cent. 
a » 





September, 1909....$1.64 $1.12 $0.52 68.38 
October, 1909....... 1.72 1.10 .62 64.00 
November, 1909..... 1.72 1.13 .59 65.45 
December, 1909..... 1.54 1.22 .32 
January, 1940..+... 1.51 1.36 15 
February, 1910..... 1.70 1.42 28 
March, 1910........ 1.74 1.32 42 
ROTH, TEeOcssccccess 1.81 1.42 .39 
May, 192@.:. 0... 1.88 1.53 35 
a eee 1.99 1.53 46 76.87 


“The conditions in December, 1909, and January and 
February, 1910, were abnormal on account of an unusu- 
ally severe winter; but September, October and Novem- 
ber, 1909, are fairly comparable with March, April, May 
and June, 1910. It will be observed that the operating 
revenue per revenue train mile rose from $1.64 in Sep- 
tember, 1909, to $1.99 in June, 1910, but on account of 
increased cost of operation the net revenue per train 
mile fell from 52 cents in September, 1909, to 46 cents 
in June, 1910. 

“In conclusion, the company wishes to make plain 
its position that it claims the right to increased rates 
for transportation on the income showing for the ten 
months ended June 30, 1910, and further on the showing 
of anticipated increased costs in the ensuing years, proof 
of which is exhibited in the foregoing.” 

Alton Files Nine Exhibits. 


The Alton rested its case on nine exhibits. The 
first was a comparative statement of operations for 1909 
and 1910 and for July, 1909 and 1910. It follows: 
OPERATIONS FOR FISCAL YEAR, JUNE 30, 1910 AND 1909. 














tevenue— 1910 1909 Increase 
Freight revenue......... $ 8,145,347.22 $ 7,640,946.44 $ 504,400.78 
Passenger revenue...... 4,136,595.18 3,824,144.08 312,451.10 
Other transportat’n rev. 964,299.10 945,300.08 18,999.02 
Total other revenue..... 112,233.48 90,291.43 21,942.05 
WO weedet sBG4s 6s $13,358,474.98 $12,500,682.03 $ 857,792.95 
Operating expenses— 
Maintenance of way and 
i. ee eee $ 1,496,484.54 $ 1,220,274.32 $ 276,210.22 
Maintenance of equipmt. 1,493,703.25 1,248,745.98 244,957.27 
Traffic expenses \ 470,091.85 504,397.95 *34,306.10 
Transportation expenses 4,797,684.94 4,077,009.89 720,675.05 
General expenses ....... 382,242.77 358,170.24 24,072.53 
Sic NE Sy sitar n'e's SEC G $ 8,640,207.35 $ 7,408,598.38 $1,231,608.97 
CINE Sai 6 ois s eumnsie ie 447,433.85 380,153.07 67,280.78 
PY wie ov cthulelt os be $ 9,087,641.20 $ 7,788,751.45 $.1,298,889.75 


Net operating revenue.. 4,270,833.78 4,711,930.58 *441,096.80 
OPERATIONS FOR MONTH OF JULY, 1910 AND 1909. 








Revenue— 
Freight revenue......... $ 708,076.50 $ 624,337.24 $> 83,739.2 
Passenger revenue...... 374,220.79 369,473.84 4,746.95 
Other trans. revenue.... 76,719.10 78,013.44 705.66 
lotal other revenue.... 9,975.38 17,863.55 *7, 888.17 
WES cba dies Venkwasy $ 1,170,991.77 $ 1,089,688.07 $ 81,303.70 
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Operating expenses— 
Maintenance of way and 



















































































on a ee 136,909.06 $ 145,978.21 *$ 9,069.15 
Maintenance of equipmt. 187,536.38 124,249.16 63,287.22 
Traffic expense ......... 38,067.43 41,284.02 *3,216.59 
Transportation expense. 409,501.84 356,542.53 52,959.31 
General expense ........ 54,095.24 30,039.84 4,055.40 
5 NE cdsbis b's bes wa cc's $ 806,109.95 $ 698,093.76 $ 108,016.19 
WME is Seed bes os esc ct 37,300.00 32,000.00 5,300.00 
Ot > dicomaes vec $ 843,409.95 $ 730,093.76 $ 113,316.19 
Net operating revenue.. 327,581.82 359,594.31 *32,012.49 














*Decrease, 














This was followed by a statement showing the com- 
pensation of various classes of employes during the 
year ending June 30, 1910, compared with results which 
would have obtained if the average compensation paid 
during 1903 had been in effect. The statement shows 
a total increased cost of labor for 1910 over 1903 of 
$531,515.78. An enlargement of the payrolls of the com- 
pany on the foregoing basis has brought about an in- 
crease of $1,103,733.04 in the actual payroll for 1910, as 
compared with 1908. This exhibit also shows the follow- 










































































































































































































































































ing: 
Total Yearly 
Compensation, 
1910, at 
Average Daily Average Daily Wage Rates 
Compensation, Compensation, in Effect in 
1910. 1903. 1903. 
General officers ........ $16.97 $17.97 $ 83,411.41 
CHENCT OERGRES... cc we csv 8.19 7.91 125.935.11 
Gereral office clerks...... 1.89 2.36 307,930.44 
Station GMO «osc cccccs 1.79 1.66 98,994.10 
Other stationmen ........ 1.61 1.48 411,200.24 
I, «nbs waty'euind's.s-é 4.49 4.12 447,106.52 
a... Re ASAP eee 8 2.39 263,050.57 
eae eee 4.06 3.07 212,858.45 
Other trainmen ......... 3.14 1.93 365,900.98 
ES eo5'0, 6%:i « ocnaiees a 2.59 2.24 305,394.88 
oe eee er er 2.26 2.04 ‘ 
Other shopmen .......... 2.29 1.95 
Section foremen ......... 1.82 1.88 ‘ 
Other trackmen ......... 1.60 1.18 621,404.52 
Switch tenders, crossing 
tenders and watchmen 1.02 2.06 77,948.34 
Telg. Opr. & Disp........ 2.14 1.82 124,035.64 
All other employes...... 2.01 2.36 1,028,157.60 
$5,102,499.63 
Actual pSy-rolle, 1910. .<...ccccsccccccccenscceecece @j)ONapeeeeee 
Increased cost of labor over 1903................ $ 531,515.73 
PO, BOO ok sod cigtikatasade oeae< 0 dug tune 6 CURE $5,634,015.36 
DRE, FOUS 6 coche eck weds Ce Gov Vevaecwegeceannesebs 4,520,282.32 
Total increase in pa@y-TrollS.........ceeeereeeeeees $1,103,733.04 

















Operating expenses and taxes for the decade ending 
June 30, 1910, are also summarized. A statement of the 
freight earnings per ton per mile since 1899, fiscal years, 
shows the following decline: 1899, 8 mills; 1900, 7.94; 
1901, 7.28; 1902, 6.79; 1903, 5.99; 1904, 6.77; 1905, 6.89; 
1906, 6.39; 1907, 5.87; 1908, 6.10; 1909, 5.72, and 1910, 
5.98 mills. 


Loss and Damage Claims Increase. - 
















































































How loss and damage and personal injury claims 
have increased at a greater rate than earnings is shown 
in the exhibits subjoined: 
































COMPARATIVE STATEMENT OF FREIGHT EARNINGS AND 
LOSS AND DAMAGE FREIGHT EXPENSE. 
Loss and 


































































P. Ct. of P. Ct. of Damage 

Increase Loss Increase Per Cent 

Freight for and for of Freight 

Year Earnings 11 Years Damage 11 Years Earnings 
De fiend we eens $5,002,018 * 22,973 his ina 
as eoee 0,994,141 19 43,904 91 dD 
a eg es 6,127,505 23 45,708 99 Be 
Yi dio 4b dilad 6,610,638 32 72,539 216 os 
pA ee 7,445,876 19 58,721 156 8 
i oe res 6,958,927 39 65,596 186 29 
| ree 7,501,081 50 62,253 171 3 
gL Re eee 8,137,403 63 64,136 179 8 
CC a er 7,671,477 53 110,105 379 1.4 
ROO dakevessrs 7,640,947 53 99,878 335 1.3 
re 8,145,347 63 113,016 392 1.4 
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FREIGHT AND PASSENGER EARNINGS—ALL LOSS AND 
DAMAGE AND PERSONAL INJURY CLAIMS AND PRO- 
PORTION OF LATTER TO FORMER FOR SUNDRY 





PERIODS. 
Revenue All Loss and 
Freight Damage and 

Year— and Passenger Personal Injury 
Cs cebtenes caine’ 64 edo" $ 7,295,300.12 77,919.23 
DOA nig eds 9s 04se neon ene 6,866,094.42 57,193.73 
ET Riek odin tw Homes cint se 86.0% 6,871,619.71 $3,404.82 
DE eh ks Bin wind ba 5.5. als Roan 6,328,140.33 95,950.28 
SS Sd il thiy's Lol koe eee Os 7,298,030.11 99,204.07 
ite ban os Nima e 494s bee 6 8,527,316.30 135,936.10 
ET Tae se ini cae he hanes 8,705,972.82 415,949.56 
SE Secs ews dpe hedeg se einkys 9,519,220.61 202,081.83 
MEK 7 ic.av odin ora e Glo s ceneue’ 10,797,820.36 178,013.63 
SS ovate nD male agers bere'e'p Sik> 11,144,487.99 186,630.17 
BE 6 dct ab Viel sbausvoede 10,911,523.44 175,644.71 
SME eT Cea Te 11,849,438.98 233,965.83 
DEE nich SocehdVeseeresbases 11,182,887.32 202,851.73 
BEE ais cclobccdbeestasivedec 11,465,090.52 160,462.57 
ach ws agit Henkes 12,281,942.40 223,812.80 

|) ee $141,044,885.43 $2,527,020.83 — 1.79% 


It was figured that expenses on account of compli- - 


ance with the safety appliance laws cost the road 
$2,504.52 during the calendar year of 1903; $4,911.13 in 
1904; 1905, $8,197.39; 1906, $15,076.08; 1907, $8,724.55; 
1908, $8,458.40; 1909, $18,514.97, and 1910, estimated, 
$35,029.45—a total of $101,416.49. These figures were 
arrived at by taking the cost of installation and the 
wages and materials charges resulting from the enforce- 
ment of the laws. 


Advances Would Add $57,097.56. 
What it is estimated the advances under suspension 


would mean to the Alton is shown in the following ex- 
hibit: 
STATEMENT SHOWING EFFECT OF PROPOSED _ IN- 
CREASED RATES ON BUSINESS FOR YEAR ENDING 
JUNE 30, 1910. 


Traffic Affected by Proposed Tariffs. 







Revenue Revenue Percent- 
Weight Under Under Amount age 

in Old Proposed of of In- 

Commodity. Tons. Tariffs. Tariffs. Increase crease. 
OS TS rales fee vhen 7,175 $ 15,954.41 $ 18,372.52 $ 2.418.11 15.16 
Live stock ........ 40,767 125,340.55 148,468.45 23,127.90 18.45 
6 err 148,305 64,692.28 76,565.88 11,873.60 18.35 
Agi. Imp. & Wagns 3,357 9,538.02 11,325.70 1,787.68 18.74 
Wine, Liq. & Beer 15, 52,643.44 60,270.78 1,627.34 14.49 


itt 
Miscellaneous .... 35,267 








64,070.98 71,333.91 10,262.93 16.80 
RE pe cede 250,426 $329,239.68 $386,337.24 57,097.56 17.34 
Total Tonnage and Revenue for Entire Line—Year Ending June 
30, 1910. 
Revenue Revenue 
Under Under %o 
Weight Old Proposed Amount of 
in Tons Tariffs Tariffs of Inc. Inc. 
sted ton’ge ; ie Bb ae Le 
ee, 250,426 $ 329,239.68 $ 386,337.24 $57,097.56 17.34 
Not affected. . .8,261,256 §,602,055.10 8,602,055.10 ......-.6. eevee 
Total for yr..8,511,682 $8,931,294.78 $8,988,392.34 $57,097.56 64 


F. H. Wood for the Frisco announced that his road 
would rest on the evidence already submitted. 


Asks Permanent Rate Suspension. 


Mr. Lust filed the following motion: 

“Now come the Illinois Manufacturers’ association, 
by William Duff Haynie and H. C. Lust, its attorneys, 
and show unto this Commission that it is a voluntary 
association, incorporated under the laws of Illinois, for 
mutual benefit and protection, and that its members are 
composed of large shippers and manufacturers located in 
the various states of the Union; that the annual value 
of its output is several billions of dollars, and that its 
various members pay freight rates which annually 
amount to hundred of millions of dollars, and that, there- 
fore, it is a vitally interested party in this proceeding. 
It shows that under the Interstate Commerce Act, as 
amended, it is obligatory upon these defendants to prove 
that the proposed advance in freight rates is justified, 
and that, both in fact and in law, these defendants are 
justified in so advancing the rates under consideration 
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in this hearing, and the Illinois Manufacturers’ associa- 
tion shows that these defendants have wholly failed to 
comply with the requirements of the law in this respect, 
and that neither in fact nor law have these defendants, 
nor any of them, made out any case, or presented any 
situation, or represented anycondition, to this Commis- 
sion, which justifies the proposed advance proposed by 
these defendants, and therefore the Illinois Manufactur- 
ers’ association respectfully moves this Commission to 
permanently suspend the tariffs filed with this Commis. 
sion, and under consideration at this hearing, and to 
enter its usual order applicable in such cases, and this 
Commission is further moved to set the hearing on this 
motion down at its convenience for an early date.” 

Commissioner Clark declared that under the law the 
Commission had no power to permanently suspend a 
tariff. Its only authority is to preserve the status que 
until the reasonableness of the specific rates is deter- 
mined. 

Mr. Lust explained it was not the intention of his 
clients to press the motion, but wanted it on the record. 
Whether the other attorneys for the shippers agreed with 
him, he did not know. He did not believe, if the rail- 
roads had not made out a case, the shippers should be 
required to present testimony. 

Following the discussion of Mr. Lust’s motion to 
declare the railroads had failed to make a showing, 
Mr. Thorne declared that his clients would not insist 
on any technical interpretation of the rules of evidence 
and procedure in the case. It was their desire to pre- 
sent testimony. The lawyer said that, with all due 
respect to his colleagues, he represented only a small 
percentage of the public; that the burden of represent- 
ing the 89,000,000 odd rested on Commissioner Clark 
and Attorney Lyon. 

John S. Dawson, attorney for the railroad commis- 
sion of Kansas, interrupted to say that the Sunflower 
state had been represented at the hearings, even if 
its lawyer hadn’t made quite as much noise as the 
gentleman who had just addressed the Commission. 

Mr. Dawes protested against any delay in the pres- 
entation of the shippers’ side of the case. The rail- 
roads demanded a speedy determination of the issues 
involved. 

Mr. Thorne followed 
haste. 


with a plea against undue 
If Mr, Ripley was right that a railroad should 
earn six per cent on its stock and six per cent besides 
for a surplus, then the question assumed greater im- 
portance than tax or tariff; it became one in which 
$400,000,000 was at issue—the greatest case in the 
United States. 

Mr. Lyon gave it as his opinion that the Com- 
mission should take the record and decide whether 
the railroads have made a case and, if so, to then deter- 
mine what investigation would be pursued by it. 

Hearing Adjourns Sine Die. 

Commissioner Clark did not seem to inclihfe to this 
view. He stated it was the purpose of the Commission 
to have one or more of its members sit in each im 
portant case. By an arrangement among the Commis- 


sioners, the first and second Monday and Tuesday of 


each month ‘were set aside for conference at Wash- 
ington, the balance of these weeks for argument before 
the full Commission. He therefore suggested that an 


adjournment be taken until October 17 or 18. 
To this the shippers objected, declaring that it 
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would be a physical impossibility to be prevared to 
present any testimony in such a short time. 

The Commissioner thereupon adjourned the hearing 
sine die. 








Urges Co-operative Conference 








Co-operation and conference between shippers and 
railway officials as a means of avoiding mutual misunder- 
standings about rates was urged by D. O. Ives, secretary 
of the New England Board of Trade and Transportation 
and former chairman of the Official Classification com- 
mittee, in am address before the Traffic Club of New 
York on the “Function of Transportation Departments of 
Municipal and Commercial Organizations.” 

Mr. Ives said: 













“To see that the rights and desires of its city or 
district are clearly formulated, and logically and consist- 
ently expressed to the proper officers at the right time, 
and then to follow up vigorously and push to a conclu- 
sion the propositions thus formulated, should be the aim 
of municipal boards of transportation. 

“When propositions are thus formulated, however, and 
express the practically unanimous views of a shipping 
community, I believe it to be clearly the duty of the 
; transportation companies to strive to meet their views, 
and even if the requests or suggestions seem impracti- 
cable, to endeavor thoroughly to understand the point of 
view, before declining to comply, and to give the other 
side every opportunity to present their arguments; by 
this mode of procedure, settlements sometimes are 
reached; or, if not, the public at least has reason to feel 
that its demands have been carefully considered and that, 
in declining to comply, the railways have had the cour- 
age to meet them face to face and justify their attitude. 

“On the other hand, avoiding conferences with ship- 
pers or delegating negotiations to subordinate officers 
without authority, or with instructions not to deviate 
from a certain course, increases manifold the ill effects 
ff non-compliance with requests; such a policy is happily 
fast being cast aside and only followed by those few re- 
naining companies whose officers are reactionary and 
have not caught the spirit of the times. 

“If rate-making in this great country could be fig- 
ured out as a mathematical problem, no matter how com- 
plicated a one, adjustments and readjustments in freight 
tates might be made that would fill the requirements of 
law and give to consumers as a whole the lowest rates 
consistent with a fair return upon railway investment. 
Under a strict and technical interpretation of common 
and statute law bearing upon the subject the government 
las two questions to decide. First, what is a fair and 
ftasonable return upon the investment, and, second, what 
the fair proportion of the burden to be borne by each 
‘ommodity and each haul is. 













































“Our judges may promulgate the wisest and soundest 
Winions from the standpoint of the law, and _ public- 
spirited citizens and experienced statesmen enlarge to 
heir heart’s content fipon the plain duty of the railways 
‘Md the Commission in the premises, but the obstinate 
lat remains that even if it were a theoretical possibility 
‘0 settle either of these propositions by a decision based 
on mathematical or ethical consideration, it could not 
te done without an upheaval that would shake the busi- 
ss world to its foundation and cause widespread ruin. 
“Perhaps at this point it is not inappropriate, though 
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it may possibly be rash, to mention the great contest that 
is being carried on before the Interstate Commerce Com- 
mission at the present time. The railways have elected 
to make the contest on the one issue of ‘needing more 
revenue.’ Our contentions—which we consider vital—are, 
first, that even if this plea for needing money be sus- 
tained, an advance made in line with such a plea must 
be uniform on all commodities and classes everywhere, 
and that on such grounds the railways may not arbitrarily 
decide that certain classes of traffic shall bear all the 
burden and others be entirely immune; ané, second, that 
they may not expect successfully to defend advances 
made on hundreds of articles, many of them the most 
common and widely distributed necessaries of life, with- 
out any effort to discuss the matter beforehand with those 
interested, or any comprehensive study of the conditions. 

“While in this initial issue we have not succeeded 
in impressing our views upon railways, we are not dis- 
couraged; we remind ourselves that we have just become 
organized, that as this is the first trial of this new sys- 
tem we are all necessarily feeling our way, and that the 
fact that our brethren of the west rather took issue with 
us and desired to fight out the question on the ‘need the 
money’ issue, made a settlement between us and the 
railways difficult. Time will show which of us is right.” 


Denies Car Shortage 


Owing to published reports that the railroads were 
responsible for a threatened coal shortage in Chicago, 
railroad managers have made an investigation and say 
there is no foundation for the claim that the lines enter- 
ing Chicago are slow in moving or furnishing coal cars 
to the mines. W. L. Park, vice-president and general 
manager of the Illinois Central, said: 





“T do not expect any serious trouble. It is, of course. 
necessary that supplies of coal should be replenished so 
far as possible before winter sets in and as much coal 
put in storage as the facilities of the dealers and con- 
sumers will permit. The railroads are not responsible 
for the slow movement from the mines to Chicago, if 
there is such a thing; the fault lies rather in inadequate 
facilities for prompt wnloading and release of cars. 

“The railroads are in position to handle every ton 
of coal that is mined. We had cars last winter standing 
on the Chicago terminals for weeks loaded with coal. 
The average time consumed from the coal mines to Chi- 
cago in October was four days, and the cars would stand 
on a siding waiting to be unloaded sometimes as long as 
eighteen days. At the present time something like 700 
cars of coal is on the Illinois Central’s terminals waiting 
to be released. 

“The Illinois Central could have easily loaded and 
handled twice the tonnage last winter with reasonably 
fair release of the cars at Chicago.” 


TO FIGHT EXPRESS RATES. 

Des Moines, Ia., September 30.—In a letter to the 
state railway commission, in which he charges that there 
is a combination between Iowa railroads and express 
companies to hold up shippers, G. A. Wrightman, secre- 
tary of the Iowa State Manufacturers’ association, serves 
notice that a fight will be begun for a radical reduction 
of rates. The association will ask a 75 per cent reduc- 
tion on all rates, for a uniform schedule on milk and 
cream cans and for a more liberal rule on aggregating 
weights. 





A ae ae a 














488 






MUST SETTLE VALUATION 


Imperative that Question Be Disposed of by Law— 
Unearned Increment Should Not Be Allowed 








BY S. H. COWAN, 
Attorney, The American National Live Stock Association. 


that value becomes important is not 
because rates have ever been based on it, but because 
of the constitutional limitation, equally applicable to 
Congress, the Interstate Commerce Commission and 
state legislatures and commissions, which prohibits fix- 
ing rates by law at a point which will deprive the 
carriers of a fair return upon the value of their prop- 
erties devoted to the service for which the rates are 
charged. The Supreme court recognizes apparent ex- 
ceptions, like railroads improvidently constructed, etc., 
but the rule is as stated. 

The “fair return” on value 
plicable except to schedule of 
large part of the earnings, because the part of the 
property devoted to the service could not be appor- 
tioned: hence, under the previous methods of consider- 
ing rates by “piecemeal” in cases before the Interstate 
Commerce Commission, there is no means of applying 
the fair return theory on the value of the property 
apportioned to the particular service. 

But the situation which the new law creates makes 
it the all-important theory, in any investigation to de- 
termine whether the railroads are entitled to a general 
advance in rates, or where, having made such general 
advance, the question is, shall it be permitted. 

The railroads, in Official Classification territory, 
decide to advance most interstate rates to make greater 
aggregate earnings, and the Commission is called upon 
to determine whether they are justtified. Without dis- 
cussing the question as to what the railroads offer 
as a justification, it would seem plain that, if they are 
already receiving a fair return upon the value of their 
property, they could not show that the rates should be 
advanced generally. 

But if they show that, and the matter has to be 
“decided upon a full investigation by the Commission, 
how else can it decide the question except to find 
whether the rates afford that fair return which is the 
right of the railroads to have and the obligation of 
the public to pay. Two main factors are essential to 
determine it, viz.: 

(1) The value of the property upon which the 
roads are entitled to the fair return, and 

(2) The amount of real net earnings from the 

rates. 
Either the Commission must come to that, or take 
up the rates separately to determine what each should 
be, and in the end be confronted with the same con- 
stitutional limitations as to the aggregate of what the 
Commission may do in such case. 

We have, in such investigation under the new law, an 
entirely new problem, to be solved as though the entire 
schedule of interstate rates for this great territory, 


The reason 


doctrine cannot be ap- 
rates, constituting a 


comprising a third of the railroad tonnage of the United 
States, were to be prescribed by the Commission. 
The 


very ground which the roads assert brings 
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the matter of value to the front. 


They say the present 


return is not fairly remunerative after payment of 
increased expenses. If so, who can prevent an advance 
in rates? To find the truth of the assertion, value and 


net earnings are the two main factors. 

Assuming that ascertainment of value is necessary, 
the all-important question is, what shall be the basis 
of value? Whether Congress may fix the basis of value 
need not be discussed; within certain limits, I hazard 
the opinion that it can, but if the Commission must find 
value, it must, in order to do justice, have a basis for 
it. Shall it be based on the broad opinions of the 
interested parties as to what the property is worth: 
shall it be limited to the investment properly depreci- 
ated; or shall it consist of detailed estimate of cost of 
existing properties by disinterested parties capable of 
doing the work, and then such allowances or deductions 
as circumstances may indicate to the Commission: 
shall it be based on capitalization, or by capitalizing 
earnings for a period of years at some fixed per cent? 
Perhaps all these methods could be used as evidence 
of value on which returns should be made. 

The question as to how real estate shall be valued 
is all important; in fact, is the main difficult problem. 
The railroads claim the unearned increment—that is, 


that the increase in real estate values generally of 
abutting property shall be added to the estimate of 
value of railroad grounds, terminals and _ right-of-way; 


and the opinions of railway officials as to value embrace 
that idea generally. It is embraced to 
in the cost of reproduction theory. 

They say it would cost another road to acquire the 
property that much, but they leave out of consideration 
the fact that the cost is prohibitive to the building 
of new roads in thickly populated centers and 
where such expensive real estate would be necessary. 

It may be said with certainty that if there is to 
be added from year to year the unmeasured increment 
to railroad value and the constitutional limitation of 
fair return is applied to that value alike to the invest: 
ment, the limit of state and federal regulation of the 
amount of the rates has in many cases been reached 
and will from time to time extend, because the enor- 
mous increase in real estate value will lay by increased 
values as capital on which railways may 
greater than increasing traffic can produce. 

Must not the rule be that the value of the uses 
to which railroad property is put, and not the 
of abutting property, shall prevail? If not, regulation 
in the amount of the rates amounts to nothing. 

Since the value of railroad bonds is dependent, not 
on the value of the property, so much as the rate of 
interest and the certainty of its payment, and the 
value of railroad stocks is largely. dependent on ile 
net surplus over fixed charges, and on the ownership 
and control value, it would seem that railroad property 
should be value on the basis of the uses to which it is 
put as an earning property rather than on the value 
of abutting property. The right to’ condemn and _ iake 
real estate is for public use, and does not, or 
not to, embrace the right to the unearned increment 
basis of value by which to measure rates, but does em- 
brace the value of the use for the purposes for which 
it was acquired. 

The important question to the people of the United 


some extent 


cities, 


earn, far 


value 


ought 





October 1 


States, 4 
shall the 
measured 
on the b 
property | 

Unles 
selves in 
increasing 
unlimited 
upon all 
such misc 
mitted. I 
a compre 
Congress, 
a basis oO 


determina 


Rail 


Wash 
twenty-sec 
ciation of 
of the In 
was issue 
this week 

Mr. [ 
ing ever | 
ing the li 
at the for 
matters o 
tant meet 

Repor 
committee 
commissic 
carriers; 
Statistics; 
simplificat 
uniform ¢ 
way capi 
and tresp 
for ascer 
amendmer 
attendant 
missions. 


A 


New 
tion in Ai 
T97,771 te 
Month in 

For { 
productior 
tons in tl 
1,842,083 

The 


s Year to d 


follows: 


Jan. 1 tc 
Reading .. 
Lehigh Va 
Jersey Cen 
Lackawann 
Delaware ¢ 
Pennsylvan 
eee 
Ontario & 


Totals 












resent 
nt of 
ivance 
ie and 


essary, 

basis 
- Value 
hazard 
St find 
sis for 
of the 
worth: 
lepreci- 
cost of 
ible of 
uctions 
Lission; 
talizing 
r cent? 
vidence 


valued 
roblem. 
hat is, 
ally of 
nate of 
-of-way; 
>mbrace 
extent 


uire the 
deration 
building 
1 cities, 
ssary. 
re is to 
icrement 


ation of 
> jnvest- 
1 of the 
reached 
he enor- 
ncreased 
arn, far 
the uses 
he value 
egulation 
ig. 

dent, not 
» rate of 


and the 


on the 
ywnership 
property 
hich it is 
the value 
and take 
or ought 
increment 
does em- 
for which 
he United 


















October 1, 1910 








States, aS important as the subject of taxation, is, 
shall the value of railway property—real estate—be 
measured by that of abutting property, or shall it be 
basis of the value of the uses to which the 
property of the railroad is put? 






on the 




















Inless the latter be adopted, we must find our- 
selves in the paradoxical situation of unit-rate bases 
increasing as the’ volume of business increases, with 
unlimited power of railroads to levy increasing tribute 







upon all other species of property. I predict that no 
such misearriage of government regulation will be per- 
mitted. It is therefore imperative that Congress enact 
a comprehensive railroad valuation law; and either 
Congress, the Commission or the courts must determine 
a basis on which the constitutional limitation shall be 
determinable. 


















Railway Commissioners to Meet 











Washington, D. C., September 30—A call for the 
twenty-second annual convention of the National Asso- 
ciation of Railway Commissioners, to meet in the rooms 
of the Interstate Commerce Commission November 15, 
was issued by President Decker and Secretary Connolly 
this week. 

Mr. Decker considers this the most important meet- 
ing ever held. “As you will observe,” he says, “by read- 
ing the list of committees, new committees are to report 
at the forthcoming convention, which, in addition to other 
matters of unusual interest, will make it the most impor- 
tant meeting of the association thus far held.” 

Reports will be presented at the convention from 
committees on powers, duties and work of state railway 
commissions; legislation; shippers’ claims on common 
railway service and accommodation; railroad 
accounts and statistics of electric railways; 
simplification of railway tariffs; rates and rate-making; 
utiform classification; car. service and demurrage; rail- 
way capitalization; safety appliances; grade crossings 
and trespassing on railroads; railroad taxes and plans 
for ascertaining the fair value of railway property; 
amendments to the interstate commerce act, and delays 


attendant upon enforcing orders of the state railway com- 
missions. 
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Anthracite Tonnage Grows 


New 











York, September 31.—Anthracite coal produc- 
tion in August amounted to 4,996,044 tons, an increase of 
197,771 tons, compared with the figures for the same 
month in 1909. 

For the eight months ended August 31, 1910, the 
production was 42,012,851 tons, compared with 40,170,768 
‘ons in the corresponding period of 1909, an increase of 
1,842,083 tons. 

The shipments of the different companies for the 


year to date compare with the eight months of 1909 as 
follows: 















Jan. 1 to Aug. 31— 












Py 1910, Tons. 1909, Tons, Inc., Tons. 
randing ie MRE dke De Fb é-5 9 veein 7,869,543 7,561,471 308.072 
high Eno wicks anhig 7,418,876 6,654,551 764,325 

wumney CORN Sch kc rassccacccs Bett eee 5,071,927 405,142 
pickawanna ee 6,355,422 6,210,121 145,301 
Jelaware fe ee 4,208,930 4,205,400 3,530 

Pennsylvania Deawhesdecdcess Gees 3,719,715 191,337 
Erte ee he er 4,943,323 4,929,627 13,696 
Mtario & Western............ 1,828,636 1,817,956 10,680 

BT a eee 42,012,854 40,170,708 1,842,083 
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WOULD INVOKE SHERMAN ACT 


Shippers Demand that Roads Feel Force of Anti- 
Trust Law—Endorse Commission—Favor 
Physical Valuation 








The employment of the Sherman anti-trust law as 
a weapon against rate advances and the demand that 
Congress enact a mandatory physical valuation act, as 
well as an indorsement of the work of the Interstate 
Commerce Commission, were crystallized in the resolu- 
tions of western shippers and railroad commissioners at 
the Topeka conference called by Governor Stubbs of 
Kansas last week. 

The resolutions follow: 

“At a conference of the shippers and representatives 
of commercial and business organizations, official rep- 
resentatives of state boards of railroad commissioners, 
producers and shippers of the states of Colorado, Texas, 
Oklahoma, Kansas, Nebraska, Missouri, Iowa, Minne- 
sota and Illinois, assembled at Topeka, Kan., September 
22, 1910, called to consider the advance in rates pro- 
posed by the railway carriers of the country, now 
being considered by the Interstate Commerce Commis- 
sion, it is hereby declared and resolved: 

“That, we stand for absolute justice to all railway 
corporations, their stockholders and employes, and to 
shippers, producers and consumers of the country alike 
in this controversy. 

“That, if after exhaustive investigations by the In- 
terstate Commerce Commission, it is proven that the 
rail carriers are not now receiving adequate compensa- 
tion, based on a correct valuation of their property, 
that we would heartily favor such increase in rates, 
equitably applied, as would afford fair earnings on 
capital invested; 

“That, if the investigation made by the Interstate 
Commerce Commission develops the fact that adequate 
revenue is now being derived, that the advances de- 
manded be vigorously opposed. 

“If it should be discovered that the railway carriers 
of the country are already enjoying an unreasonable ° 
percentage of profit on the investment, we favor such 
action as will bring about a reduction of rates to such 
a basis as will be equitable to carriers and to shippers, 
producers and consumers alike. 

“We heartily commend the action taken by the 
Interstate Commerce Commission and the representatives 
of the shippers, who are now conducting the investiga- 
tion relative to the proposed advances in rates made 
by the various railway carriers, and pledge to them the 
moral, active and financial support of the states and 
shipping organizations herein represented. 

“We urge the Interstate Commerce Commission to 
investigate thoroughly the operating expenses to find 
what betterments are added thereby to property, and 
all the conditions and valuations of railway properties, 
regardless of the time that may be consumed, in order 
to obtain an intelligent basis for the consideration of 


the proposed advance in rates. 

“We hereby declare it to be the duty of Congress 
to enact a mandatory law making it the duty of the 
Interstate Commerce Commission to make a most search- 
ing investigation into the actual physical valuation of all 
the railroad lines in the United States. 






“We hereby declare ourselves in favor of a rigid 
enforcement of the anti-trust laws against all combines, 
trusts and monopolies in restraint of trade, and petition 
the President of the United States to enforce these 
laws vigorously and equally against rail and water car- 


riers, as well as other persons or corporations who 
violate these laws. 
“We recommend .that the chairman of this con- 


ference be constituted the vice-chairman of a _ special 
committee of seven, six of whom he shall select to 
wait upon the President of the United States and pre- 
sent the declarations of this conference and make known 
the sentiment existing throughout the middle west, and 
to select such person or persons as may be deemed 
desirable to represent the states of the middle west 
in the hearing before the Interstate Commerce Com- 
mission now pending, relative to proposed advance in 
rates, and to provide for the expense incident thereto. 

“That it shall be the duty of this committee also 
to call the attention of Congress to the declaration in 
favor of the physical valuation of the railroads of the. 
United States.” 

J. H. Johnston of the Oklahoma City Commercial 
association protested against the reference to the. Sher- 
man law, but his substitute resolutions were voted down. 
Mr. Johnston then withdrew from the conference. The 
later efforts of W. T. Bland of the Kansas City Com- 
mercial club to have eliminated the clauses relating to 
prosecution of the railroads and the appointment of a 


committee to call on President Taft were also without 
avail. 
The principal speeches of the meeting were de- 


livered by S. H. Cowan of the Cattle Raisers’ associa- 
tion and Governor Stubbs. John S. Dawson, attorney 
for’ the Kansas railroad commission, praised the work 
of the Interstate Commerce Commission in the rate 
hearings and declared if the shippers had facts of value 
they should place them at the Commission’s disposal. 
Commissioner Eaton of the Iowa board spoke in a 
similar strain. 

A permanent organization, under the name of “The 
Traffic Federation of the Middle West,’ was formed. 
W. D. Williams of the Texas commission was elected 
chairman and Mr Dawson secretary. A finance com- 
mittee, composed of Governors Stubbs of Kansas, Shaf- 
roth of Colorado and Hadley of Missouri, L. E. Cruce 
of Oklahoma, J. M. Glenn of Illinois, H. C. Wallace of 
Iowa and Murdo Mackenzie of Colorado, was also ap- 


pointed. 
Mr. Mackenzie, who was chairman of the meeting. 
John L. Powell of Kansas, C. C. Merrerole of Iowa, 


W. D. Williams of Texas, W. T. Bland of Missouri, 
U. G. Orendorff of Illinois and G. A. Hinshaw, of Okla- 
homa were named as the members of the committee 
that should wait on President Taft. 

Over a hundred delegates attended 
Representatives of the state railroad commissions of 
Minnesota, Texas, Nebraska, Kansas, Illinois and Iowa 
were present, as well as. officials of many of the lead- 
ing commercial and shippers’ traffic organizations of 
the middle west. 


the meeting. 


HIT WISCONSIN EXPRESS RATES. 
_Marinette, Wis., September 30.—Merchants of this city 
are planning to make a fight for lower intrastate express 
rates by appealing to the state railroad commission 
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PRESENT LAW IS INADEQUATE 


Final Solution of Freight Rate Controversy Possible 
Only When Scientific Transportation Prin- 
ciples Have Been Established 


BY H. G. WILSON, 


« Transportation Commissioner, Kansas City Commercial 
Club * 





To define what is reasonable earnings for railway cap- 
ital is as difficult as to say what is the scientific principle 
for rate-making, but that capital must be allowed such earn- 
ings as will freely attract it to railway investment is a 
foregone conclusion. In the past, railway capital has been 
largely attracted by rapid and large accretions resulting 
from manipulation methods, rather than by the safe and 
sure but slower returns from profitable and economical 
operation of the property in which the investment is made. 
In the future tnis capital must be attracted because the in- 
vestor will know that his investment is safe from manipu- 
lation and by public supervision, not control. He is as- 
sured of good earnings and the maintenance of his prop- 
erty, and consequently the non-impairment of the invest- 
ment, 

Because the railway is a corporate entity of a public 
nature, given life by the state under the law of eminent 
domain, enjoying privileges and relieved of responsibilities, 
that cannot be obtained by either individual or any other 
class of corporation, it is only right to say that its capital 
must yield only a reasonable return, and that it may not 
be permitted to pyramid its earnings as may individuals 
or private industrial concerns, be they corporations or 
otherwise. 


The Present Freight Rate Controversy. 


The controversy between the carriers and the public 
now the subject of investigation before the Interstate Com- 
merce Commission, grows out of an attempt on the part of 
the carriers to advance all their rates in Official Classifica- 
tion territory and a large part of the rates in the Wesierl 
Trunk Line territory. The question at issue should be, 
and the only question which under the statute creating it, 
the Commission has the right to try, “Are the proposed in- 
creased rates Only reasOnable rates?” but the question 
being tried is, Are the present rates yielding a sufficient 
revenue for the roads to pay—What? All operating ex 
penses, maintenance, repairs, renewals, betterments and 
additions, fixed charges, interest on bonded indebtedness, 
provide a surplus, and pay 6 per cent interest on capitall- 
zation, with the items included in these accounts left very 
largely to the sole discretion of the roads themselves. A 
great mass of evidence is being presented, bearing on the 
revenues of the roads and the disposition made of it, and 
this disposition is being most carefully inquired into 
by counsel for both the shippers and the Commission. 

If the facts support the contention of the roads—wel! 
and good—they have nothing to lose and everything to gail 
but on the other hand, in view of information coming 
light every day—such as the Illinois Central deal, tor e* 
ample—if this investigation shculd develop that the 
are paying themselves dividends out of earnings, in the 
shape of additions and betterments, that should be charged 
to new capital, then will be seen where, in fact, al! th 


oads 


*From an address before the Railroad Club of Kansas CilY 
on the occasion of its entertaining the Traffic Clab of St US, 
September 17, 1910. 
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increased revenues have gone since rebating was discon- 
tinued, which added at least 40 per cent tax to the freight 
payer. 

All Former Rate Cases Insignificant. 


All previous rate cases sink into insignificance compared 
with this, and, in fact, all future cases of a contest on any 
one rate or set of rates will largely be determined by this 
outcome. If, as an illustration, the Commission should 
hold in this case that the present rates were not yieiding 
a sufficient revenue for the needs of the railroads, and 
permit the November 1 advances to become effective— 
when you and I later go before the Commission attacking 
some one or more rates that we believe ty pe unreasonably 
high, our case is practically lost before it is tried, vecause, 
regardless of the showing that could be made, the Commis- 
sion might reasonably hold that, having given consent to 
advance these rates, it would be inconsistent to nullify that 
action by ordering a reduction in separately considered 
cases, because enough such orders would tend to abrogate 
their entire finding in these general advance cases. 

This is not a contest for the reduction of rates, nor is it 
to prevent certain advances—it is a case 
of the people of the United States against needless tax on 
a necessity of life. 


only a contest 


The important point of controversy in the present strug- 
gle between the public and the carriers is bound 
whether additions, extensions and permanent betterments 
shall be paid for out of obtained with new 
prominent authority contends that at 
least a very large part of it should be paid for out of earn- 
ings, claiming that the operations of his company should 
not only pay al] fixed charges and operations and mainte- 
nance charges, but also 6 per cent dividend on his capitali- 
zation and an additional 6 per cent on the capitalization to 
go into additions, extensions and permanent betterments, 
this then to be capitalized, which would mean the ultimate 
compounding of the original capital on basis of 6 per cent, 
a feat of financiering with the freight payers’ money—that 
would put the original buccaneer to shame that he did 
not think of this easy way of “getting the coin.” 

This same authority admitted that even in the face of 
the loudly advertised increased cost of wages, material 
and supplies, the present freight rates yielded sufficient rev- 
enue to pay all fixed charges, interest on bonded indebt- 
edness, 5% per cent on capitalization, and maintain the 
property in better condition at the end of the year than it 
was at the beginning. 

This seems to me to be the best answer we can expect 
to get to this question. If freight rates are on such a 
basis that they yield a revenue sufficient to pay all fixed 
charges, 5 or 6 per cent interest on the capital stock and 
maintain this property in as good or better condition at the 
end of the year than it was at the beginning—providing 
the capital stock reasonably represents only the cost of the 
railway—then the rates are on a fair and reasonable basis, 
and whenever they yield materially more they should be re- 


duced, and when they yield materially less they should be 
advanced. 


to be 


earnings, or 


capital. One very 


Physical Valuation a Wall Street Scheme. 


In connection with this rate controversy, a great deal 
's heard both in political and financial circles about railway 
Valuation, and the Interstate Commerce Commission has 
been instructed by Congress, I believe, to make a physical 
Valuation of the railways of the country; I earnestly be- 
lieve this to be a mistake. I do not believe that the present 
Physical valuation has any direct relation to railway earn- 
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ings, but I do believe that this agitation for their physical 
valuation originated among the fertile brains of the Wall 
street crowd, and was put over as a public demand knowing 
full well that the rapid growth and development of the 
country and consequent increase in all property values 
would show that the admitted excess of capitalization over 
the original cost of railways would more than equal the 
present capitalization, and that, therefore, the railways 
were under instead of Over capitalized, blinding the public 
to the fact that this excess of capitalization had come out 
of freight earnings and that the public has not only aiready 
paid for it, but is forced to continue paying an interest on 
its own money, and the financier hides behind the de- 
fenseless widow and orphan as the innocent investor who 
must be protected. 


Public Has Been Sleeping On Its Rights. 

The public has slept on its rights so long that it is 
now probably too late to correct the capitalizatiou over 
original cost to any material extent, but for its future pro- 
tection sure provision should be made so that any addi- 
tional capitalization, either of present or new construc- 
tion, should accurately represent only dollar for dollar of 
actual new construction and additions, and then rates 
should be permitted that will not only maintain that 
property without impairment of the investment, but pro- 
Vide 5 or 6 per cent interest on that capital. 

With this assurance, capital will freely seek railway 
investment, because sure and safe returns are provided, 
and tke original investment is unimpaired, the gambling 
chance as well as the gambling risk is eliminated, and the 
necessary and needed construction can proceed. 

The cry that the railroads alone have built up and 
developed this country should be listened to with careful 
analyses, and while I do not wish to detract in the least 
from the good the roads have done in this respect, I cannot 
help wondering if there is one single remote corner of this 
vast country now served by the railroads that has not first 
had its influx of wagon trains, prairie schooners and the 
indomitable pioneer with his energetic, aggressive foliowers 
and companions, and if to them is not due the credit for 
first pointing the way that the steel rail was to follow, 
so that, in fact, the country is built up and made prosper- 
ous by the energies, aggressiveness and will of American 
manhood. 


Transportation Conditions Greatly Changed. 


Transportation conditions, traffic conditions, particu- 
larly of to-day, are vastly different from those of a few 
years ago, when special favors were enjoyed by the few 
at the expense of the many, when not only individual 
concerns, but whole communities, either suffered or pros- 
pered at the pleasure of the railroad sitting as the sole 
arbiter of the question of progress or stagnation of places 
or persons, and it was during those days that the rate 
principle of “all the traffic will bear” was actively enforced, 
and which principle some of the old school of railway 
officers still advocate. 

Conditions of to-day require that all shall be treated 
alike; that in fixing rates for the movement of traffic, the 
railway must carefully scrutinize its action that it shall 
not unduly discriminate against one in favor of another, 
and it is the passing from the old to the new condition 
that is the cause of so much unrest and disturbance. 

Many shippers fail to realize that the very laws we 
have all been so anxious to enact are themselves responsi- 
ble for a great deal of the trouble, and that statutes enacted 
for the purpose of regulation have frequently acted as an 
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estoppel of some privilege previously enjoyed—not always 
because the statute expressly provides or prohibits—but 
because of uncertainty as to its exact meaning, the carrier 
takes what it believes to be the safe course, which most 
frequently means a higher rate or stopping of a long prac- 
tice, which amounts in the end to the same thing. 

These conditions are naturally largely due w the fact 
that the laws are drawn by those unfamiliar with the 
needs of either commerce or the carriers. 

The conclusion is that commerce, through its traffic 
representatives, must more and more interest itself in the 
drawing and revision of laws to conform to its reasonable 
requirements, and, if this is done, the ratlroads will not 
suffer, and particularly if the railroads will make co-opera- 
tion a fact and not a farce. 


No Final Adjustment Under Present Law. 


Because of the varying interests of both carriers and 
commerce, in the nation, the rivalry between communities, 
the fact that everyone is looking out for the “main chance,” 
these rate controversies cannot be finally adjusted under 
or through the medium of the present Commerce Act, or 
any commission acting thereunder—and until the nation 
determines as a nation to evolve a scientific principie for 
the conduct of rail transportation which shall include 
within its scope all the interests of all traffic in all parts 
of the country, the question as a whole will not be solved. 

I believe that it is susceptible of solution, but that it 
would take time; and as we cannot reach the solution in 
the way we are going, we should begin now in a proper 
way to get the correct answer, doing the best we can in 
the meantime with the present arrangement. 

My thought on this line of action is for the appointment 
of a commission under authority of Congress, composed of 
three able traffic men—three expert operating men, three 
successful merchants or commercia) men, and not more 
than one lawyer (politica] lines to have no consideration 
whatever); pay these men a sufficient compensation to 
justify their devoting their whole time to the problem and 
let them take two or three years to work it out, and expect 
them to work out a rate adjustment scheme on some scien- 
tific principle, and a physical service plan that will best 
serve all the interests of this country; then let at least six 
months’ notice be given before that new basis goes into 
effect. Let a new commerce act be drawn, if necessary, to 
enforce it, and cance] the present one; even then there 
will be many objections raised both by the railroads and 
commerce; that is to be expected, but if the plan is on 


scientific lines it will be right and the kickers will be 
wrong. 3 


Railroad Employes Back Increase 





New York, September 30.—Trainmen in the eastern 
railway service, at a meeting held here last Sunday, at- 
tended by over 3,000 delegates, went squarely on record 
as backing up the carriers in their fight for higher trans- 
portation rates. 

The following resolutions were adopted: 

“At a union meeting of the members of the Brother- 
hood of Locomotive Engineers, Brotherhood of Locomo- 
tive Firemen and Enginemen, Order of Railway Con- 
ductors and the Brotherhood of Railroad Trainmen em- 
ployed on the Erie, Lackawanna, Long Island, Reading, 
New Jersey Central, Lehigh Valley, Central of New Eng- 
land, Central of Vermont, New York, New Haven & Hart- 
ford, New York, Ontario & Western, Pennsylvania Lines 
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East, Boston & Maine, Boston & Albany, Delaware & 
Hudson, New York Central, Buffalo & Susquehanna, and 
all other railroad lines in the eastern territory, held at 
the Amsterdam Opera House, New York city, on Sunday, 
September 25, 1910, the following resolutions were unani- 
mously adopted: 

“Whereas, The train service organizations as repre. 
sented at this meeting, with a combined membership of 
approximately 250,000, propose to continue to insist from 
their employers higher wages, more favorable working 
conditions, shorter hours and adequate compensation for 
their membership injured or killed in the service, they 
are not, however, unmindful of the fact that in order to 
accrue these benefits the employers must be accorded 
sufficient earning power to meet these demands. 

“Whereas, The 2,000,000 voters directly dependent on 
the railroad interests of this country for a livelihood ask 
tor nothing short of a square deai from the hands of the 
state and government lawmaking bodies, be it 

“Resolved, That we exert our collective and_ indi- 
vidual efforts against those who are selfishly or other- 
wise antagonistic to the interests from which we derive 
our livelihoods. 

“We, as employes, fully realize that as a practical 
proposition—theories laid aside—the earnings of railroads 
must be sufficient to pay all charges and expenses, with 
a substantial and assured margin of profit, in order that 
the conditions may continue to improve; that the safety 
and convenience of the public may be conserved and pro- 
tected, and that necessary extensions may be made to 
keep pace with the growth of our common country. We 
further recognize that our welfare, as employes of the 
railroads of the United States, is dependent upon the 
prosperity of the employing company, and that the 
vestor has the right to protection and consideration as 
well as the employe. And, 

“Whereas, Under the enlarged powers it now pos 
sesses, the Interstate Commerce Commission is more than 
ever responsible for the railroad conditions throughout 
the country, and the future welfare of those employed 
in railroad service depends so largely on the wisdom 
with which the Commission exercises its power, therefore, 

“Resolved, That we earnestly request the Interstat 
Commerce Commission to consider the proposed increases 
in the transportation rates of our employers in a broad: 
minded manner, and from the standpoint of their gen- 
eral knowledge of railroad conditions as they exist; that 
technicalities and impractical theories may not be al 
lowed to override well-known facts; and that such dis- 
position may be made of the matter as will foster and 
encourage the efficiency of the service, the welfare of 
the rank and file, and the Maintenance of standards best 
calculated to enhance the development of the properties.” 

Further support was given the railroad cause by the 
adoption of the resolutions following: 

“Resolved, That this representative meeting of the 
railway brotherhoods request our chief executives to ap- 
pear before the Interstate Commerce Commission during 
the pending rate hearings and on behalf of the railway 
employes represented by these organizations state our 
case and support the proposal to reasonably increase the 
existing rates, and be it further 

“Resolved, That they invite representatives of all 
classes of railway labor to join them in carrying out the 
spirit of this resolution.” 

The meeting lasted over five hours. 


Addresses were 
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delivered the delegates by Warren S. Stone, grand chief 


of the Brotherhood of Locomotive Engineers; A. B. Gar- 
retson, president of the Order of Railway Conductors; 
w. G. Lee, president of the Brotherhood of Railway 


Trainmen; P. H. Morrissey, president of the American 
Railroad Investors’ and Employes’ association, and other 
executive officers of the different brotherhoods. 

Strong emphasis was placed by the speakers on the 
following points: 


increased in price, while its only article of sale, transpor- 
tation, has declined; present rates are now too low to 
enable the carriers to make a fair profit, pay fair wages 


and continue to provide high-class seryice for the public; 
the employes can obtain fair wages only by supporting 
the demands of the railroads that the government author- 
ize a “reasonable” increase in rates, 

a 


Suspends Demurrage Rules 





Washington, D. C., September 
Commission has 


until November 1, 


30.—The Interstate 
issued an order suspending 
1910, tariffs of various New England 
carriers adopting the uniform code of demurrage rules. 

The specific issues named in the order of suspension 
are: Bangor & Aroostook, I. C. C. No. 859; Boston & Al- 
bany, I. C. C. No. 4838; Boston & Maine, G. F. A. I. C. C. 
No. 9789; Central Vermont, I. C. C. No. A-3006; Grand 
Trunk system, I. C. C. No. 1491; Maine Central, I. C. C. 
No. C-893; New Haven, I. C. C. No. X-9, and Rutland, 
IC. C. No. A-28. The order provides that a hearing on 
the reasonableness of these schedules shall be held not 
later than October 18. It will be recalled that protests 
had been registered with the Commission by the New 
England shippers against the curtailment of their free 
time allowance by the uniform code. 

The order bears the docket number 3400—Sub. 8. 


Traffic Club Outing 


About 125 members of the Traffic Club of Chicago 
attended the last outing of the year, held at Exmoor 
Country Club, Tuesday, September 27. 

Golf was the principal feature of the day, but there 
was also an exciting game of baseball in the afternoon 
between two picked nines, the “Cubs” defeating the “Ath- 
letics” 22 to 19. 

In the golf events D. X. Dixon won the Traffic Club 
Championship Cup, 36-hole handicap, with a card of 
-14-60-154. R. C. Ross and R. E. Woodruff tied for sec- 
ond honors. J. W. Prindiville captured the prize for low 
gross score with a total of 179. Capt. William Brooke, 
R. C. Ross and F.. T. Bentley were tied at 74 net, in the 
18-hole handicap. 

The ladies of the club held a bridge contest in the 
afternoon. An informal dance concluded the day. 


Commerce 





SETTLE MISSISSIPPI COTTON RATES. 


Jackson, Miss., September 30.—The railroad commis- 
Sion and the cotton-carrying roads have reached a com- 
promise whereby Gulfport will be placed on an equality 
With Mobile and New Orleans in rates on compressed 
cotton and cottonseed products. It is likely that the 
suits in the federal court to prevent the enforcement 
of an order issued by the railway board some months 
ago, reducing uncompressed cotton rates, will be with- 
drawn and the matter settled out of court. 
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Everything the railroad must buy has ‘ 


LEGAL DEPARTMENT 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic 


Service Bureau, 
Washington, D. C 





West Virginia—‘“We are of the opnion that certain 
railroads are discriminating against us by refusing to 
furnish us with cars sufficient for shipping our 
while they are furnishing more than 
to certain competitors of ours. 


coals 
a fair proportion 
In a complaint of this 


kind what is necessary for us to show to the Com- 
mission?” 

The U. S. courts have held, in 125 Fed. Rep., 252, 
that “in reaching a basis for just distribution of coal 
cars among mines located on and shipping coal over 
the line of a railroad company, it is necessary that 


an impartial and intelligent study 
the different mines be made by competent and dis- 
interested experts, whose duty it shall be to examine 
the elements which determine the daily output of the 
respective mines to share in the allotment. This in- 
volves an examination of the working basis, the number 
of mine cars and their capacity, the switch and tipple 
efficiency, the number and character of the mining 
machines in use, the hauling system and the power used, 
the number of miners and other employes, the 


openings, and the miners’ houses.” 
oo os a 


of the capacity of 


mine 


Illinois.—1, “Can manufacturers and forwarding com- 


panies legally consolidate L. C. L. shipments into car- 


loads to secure carload rate from point of origin to 
Chicago, and have same distributed at Chicago and 
forwarded to destination, with advances following at 
L. C. L. rates with or without transfer charges at 


Chicago?” 

2. “Has there been an Interstate Commerce Com- 
mission ruling to the effect that originating line paid 
freight bill must accompany billing for delivering line, 
before delivering line can legally collect advances?” 

1. A similar question was decided by the Interstate 
Commerce Commission as early as December, 1903, in 
the cases of the Buckeye Buggy Company vs. the C. C. 
C. & St. L. Ry. Company et al, and the C. S. Bell Com- 
pany vs. Baltimore & Southwestern Railroad Company 
et al. In those cases the Commission held that before 
a carload rating to a carload shipment would be al- 
lowed a carrier is entitled to require that the goods 
shall be loaded at one time and place, that but a single 
bill of lading shall be issued, and that the shipment 
shall be from one consignor to one consignee. While 
no opinion was expressed upon the question whether a 
carrier may distinguish between a forwarding agent 
and the actual owner of the goods, yet it was intimated 
that, on account of the possibility of fraud or imposi- 
tion in false billing, weighing, etc., the greater annoy- 
ance and expense that the carriers may be put to by 
several classes of suits being maintained for loss or 
damage to property, and the possible discrimination 
between shippers, that the Commission would not look 
with favor upon the practice of consolidating L. C. L. 
shipments into carload shipments whenever the for- 
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warding company was not the actual 
property transported. In fact, the Circuit court for the 
northern division of the northern district of Illinois, 
in which is located your city, specifically held that “the 
earriers may distinguish between the forwarding agent 
and the owner of the property, and may apply the 
carload rating when the goods are tendered for ship- 
ment by the owner, and may refuse it when like traffic 
is offered by the forwarder.” This decision rested 
mainly upon the proposition that the liability of the 
carrier was materially increased through the likelihood 
of a greater number of suits growing out of carload 
shipments Owned by several persons. 

2. It seems that the Commission has never ruled 
on the question as to whether the paid freight bill -of 
the originating line must accompany billing over deliver- 
ing line in cases wherein the latter endeavors to col- 
lect advance charges, but, as a matter of legal right, 
if the consignee has incurred any additional expense 
or obligation on account of the charges made by the 
originating line, he is entitled to know what the origi- 
nating line charges were. Otherwise, he is not. 


* * * 


Alabama.—“A car of flour arrived over the X. Y. Z. 
R. R. on August 11 at 7 a. m. Consignee was notified 
of arrival, by carrier, on same date at 10 a. m., but 
consignee did not pay freight charges, and order car 
placed until August 27 at 1 p. m., on which date car 
was promptly unloaded and released. Carrier rendered 
and collected a bill for $13, holding that under Rule 
2 (b) consignee was entitled only to 24 hours’ free 
time, because of failure to give placing orders within 
twenty-four hours after notification. Consignee holds 
that forty-eight hours’ free time should be given under 
Rule 3 (e). Can carrier penalize consignee in this 
manner?” 

As the shipment had reached destination, the only 
point to be considered is whether or not it was held 
for switching orders. If it was, then only twenty-four 
hours’ free time was required to be allowed for unload- 
ing; if it was not, then forty-eight hours’ free time 
should have been allowed. It appears that delivery was 
required at some point on the carrier’s tracks other 
than at its public delivery tracks. If this point was 
one at which the carrier did not usually deliver, and 
for which movement a terminal charge was provided 
in its published tariffs, then the shipment in question 
would be one that is contemplated by Rule 2 (b), 
which limits the free time to twenty-four hours from 
the first 7 a. m. after actual or constructive placement 
on such tracks. Constructive placement being consid- 
ered made when the cars were tendered, in the absence 
of any notice from the consignee to place. 

* * * 


Georgia.—“Bills of lading for coal usually provide 
that carriers shall not be liable if it is necessary or 
usual to carry such property upon deck or open cars. 
Such bills of lading are usually made out by the ship- 
pers on their own forms, subject to the condition of 
the company’s bills of lading. Frequently coal is lost 
from open cars by sifting through hoppers and by 
lumps rolling off while the car is in transit around 
curves, especially in mountainous regions. Would the 
carrier be liable for the loss of coal where there is 
a difference between billed weight and the weight at 


owner of the 
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destination? Would the carrier be liable for rebating 
or discrimination under the Hepburn Dill in 
claims for overcharges under these conditions based 
upon the two weights indicated, the claimant  witp. 
drawing his claim for loss and damage?” 

Certain classes of goods may properly be trans 
ported upon open cars, which cars, if used for the 
transportation of other goods, liable to be injured py 
the weather or to be abstracted by thieves along the 
route, might be gross negligence. It would not be neg. 
ligence to carry coal On open cars if proper precautions 
are taken to prevent any unnecessary losses occurring 
while en route. If defective equipment is used, or jf 
the cars are not duly inspected while in transit, or 
proper care and diligence not exercised in operating 
them, or the roadbed and tracks not maintained in a 
safe condition, any losses that might occur by reason 
of any of these causes will be chargeable to the car. 
rier. In such instances, the billed weight would be 
only prima facie evidence of the quantity of coal re 
ceived, inasmuch as the final liability of the carrier 
would be measured by the value of the coal actually 
proven to be lost. 

Assuming that the carrier is liable for the loss of 
coal while in transit, and that a deduction is not 
allowed on an assumed weight, but is fixed on the 
actual proven weight, it would not be guilty of rebating 
or discrimination by settling claims for overcharges 
based upon the difference in weight between point of 
origin and point of destination, in consideration of the 
claimant withdrawing his claim for damage. The test 
to be applied in such cases is whether or not the carrier 
had transported the property at a less rate than that 
named in its tariff, and whether or not the 
of settling claims for overcharges was extended to all 
claimants alike. 


settling 


practice 


COMMISSION SUSPENDS ORDER. 
Washington, D. C., September 30.—The Interstate 
Commerce Commission has issued an order suspending 
until November 1 the effective date of its mandate in 
Case No. 1659, Florida Cotton Oil company vs. Central of 
Georgia et al. 


MINNESOTA TO FIGHT OTIS DECISION. 


Minneapolis, Minn., September 30.—Attorneys for the 
state are understood to be hard at work preparing a Dill 
of exceptions to the findings of Judge Otis a couple 0! 
weeks ago, in which the rate-making powers of the con 
monwealth were practically wiped out. 


CALIFORNIA FRUIT SHIPMENTS. 


Los Angeles, September 30.—There were 25 carloads 
of oranges and six carloads of lemons shipped from 
southern California last Saturday and Sunday; total! [or 
season 24,820 carloads of oranges, 4,571. carloads of 
lemons. 


CUTS RATE ON GRAVEL. 
Indianapolis, Ind., September 30.—The state railroad 
commission has issued an order reducing the rate 
gravel from Lafayette over the lines of the Lake Erie & 
Western, the Big Four and the Wabash railroads 25 pe! 
cent. The order was issued on the petition of the Latay 


ette Gravel & Concrete company. 
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LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and sqeurmeg 
better understanding by the public an 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 

Officers 
J. Cc. Lincoln, President 
Comm’r Merchants’ Exchange Traffic 
Bureau, St. Louis, Mo. 
WwW. M. Hopkins, Vice-President 
Mer. Transp. Dept. Board of Trade, 
Chicago, Il. 
W. E. Cooke, Secretary-Treasurer 
T. M. Automatic Electric Co., Chi- 
cago, Ill. 


ILLINOIS. 
Lake County Manufacturers’ Association, 
E. P. Sedgwick, Pres., Waukegan. 
National Assoclation of Agricultural Im- 
lements and Vehicle Manufacturers, 
i J. Evans, Sec.. Chicago. 
Sterling 
Manufacturers’ and Shippers’ 
Association, < 
In charge of traffic of industries at 
Sterling and Rock Falls, Ill. 





WL OF, Cane. cee ccc cctssies President 
WY oc ee I Kc widow o ois Vice-President 
J, We ~ PEE weeks cnes Secretary-Treasurer 
W. B. LONG... .cccccccece Traffic Manager 
MINNESOTA. 


Northern Pine Manufacturers’ Assocla- 
tlon, J. E. Rhodes, Sec., Minneapolis. 


MISSOURI. 

Business Men’s League, P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bidg., 
St. Louis. 

Commercial Club, H. G. Krake, Comm’r, 
St. Joseph. 

Kansas City Transportation Bureau of the 
Commercial Club, H. G. Wilson, Trans. 
Comm’r, 105-6-7 Board of Trade Bidg., 
Kansas City. 


NEW YORK. 
Albany Chamber of Commerce, Wm. B. 
Jones, Sec., 95 State St., Albany. 
National Wholesale Grocers’ Association, 
A. H. Beckman, Sec., 6 Harrison St., 
New York. 


OHIO. 
Cleveland Chamber of Commerce, Munson 
A. Havens, Sec., Cleveland. 


WISCONSIN. 
Merchants’ and Manufacturers’ Associla- 
tion, Wm. G. Bruce, Sec., 46 University 
Bldg., Milwaukee. 


TRAFFIC CLUBS 


The Traffic Club of New York, Chas. F. 
Moore, Pres.; C. A. Swope, Sec. 
The Traffic Club of Chicago, John T. 
Stockton, Pres. Guy S. McCabe, Sec. 
The Traffic Club of Philadelphia, Edw. 
Knight, Pres. H. C. Trumbower, Sec. 
The Traffic Club of St. Louls, Geo. J. 
Tansey, Pres. A. F. Versen, Sec.-Treas. 
The Traffic Club of Pittsburg, O. M. Ells- 
worth, Pres. T. J. Walters, Sec. 
The Transportation Club of indianapolis, 
L. J. Blaker, Pres. L. E. Stone, Sec. 
The Transportation Club of Louisville, 
Alfred Brandeis, Pres. W. E. Cham- 
bers, Sec. 

The Transportation Club of Toledo, E. N. 
Kendall, Pres. L. G. Macomber, Sec. 
The Traffic Club of St. Paul, J. R. Jones, 

Pres. A. L, Bowker, Sec. 
The Traffic Club of Newark, Chas. Mil- 
bauer, Pres. E, G. Weil, Sec. 








Advance 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


COMPLAINTS BEFORE COMMISSION 


Digest of Petitions Lodged with Interstate Commerce Board During 
Past Week 


Acme Cement Plaster Co. of St. Louis, 


Mo., vs. St. LL & 8. F., St. L. S. F. 
& Tex. and Quanah, Acme & Pac. 
(3545). 

Complainant alleges that between 
May 17, 1909, and July 5, 1909, it 
shipped thirty-seven carloads of 
fuel oil from Sapulpa, Okla., to 
Acme, Tex., weight 2,685,375 Ibs., 
charges collected $6,249.36. 

Complainant claims that the rate 
charged by defendants is excessive, 
unreasonable and unjust,and prays 
that after due hearing and inves- 
tigation defendants be made to an- 
swer such charges, and asks rep- 
aration in the sum of $2,231.30. 

W. E. Fisse, attorney for com- 
plainant, 320 Rialto bldg., St. Louis, 
Mo, 

Thresher Co. of Battle 
Creek, Mich., vs. Mich. Cent., Elgin, 
J. & E., tll, Cent. et al. (3548). 

Complainant alleges that on April 
3, 1909, it shipped from Battle 
Creek, Mich., to Portland, Ore., one 
carload of threshers, weight 34,700 
Ibs., rate $1.35 per 100 Ibs., charges 
collected $468.45. 

Complainant claims that the 
rates charged by defendants are ex- 
cessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges and 
to cease and desist from said viola- 
tion, and asks reparation in the 
Sum of $121.25, with interest. 

G. M. Stephens, attorney for com- 


plainant, 1210 Security bldg., Chi- 
cago, Ill. 


Century Mig. Co., East St. Louis, Ill., 


Ww. O. . ‘S22. CG 8 ee P.. 
Ala. Gt. Sou., N. O. & N. E., Mor- 
gan’s La. & Tex and La. West. 
(3549). 

Complainant alleges that on vari- 
ous dates it shipped from Carthage, 
O., to Gueydon, La., one top buggy. 
for which the defendants charged 
and collected $11.48, based upon a 
weight of 500 lbs. and a rate of 
$2.30 per 100 Ibs. Complainant claims 
that rate charged by defendant is 
unreasonable, excessive and unjust 
and that a just and reasonable rate 
would be $1.805. Complainant prays 
that defendant be made to answer 
such charges, after due hearing 
and investigation to cease and de- 
sist from said violation and asks 
reparation in the sum of $2.46. 

G. M. Stephens, attorney, 1219 
Security bldg., Chicago, Ill. 


Consolidation Coal Co. vs. B. & O., 


Cc. M. & St. P., Union Pac. and 
Sou. Pac. (3538). 

Complainant alleges that on June 
18, 1909, it shipped to Paso Robles, 
Cal., one carload of soft coal, and 
was charged by defendants excess- 
ive, unreasonable and unjust rates. 

Complainant prays that after due 


hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation, and asks reparation 
in the sum of $70.14. 

J. Walter Lord, counsel for com- 
plainant, Maryland Trust bldg., Bal- 
timore, Md. 


Davis Sewing Machine Co. of Day- 


ton, O., vs. P. C. C. & St. L. (3540). 

Complainant alleges that on 
March 29, 1909, it shipped from 
Dayton, O., to New York City, N. 
Y., one carload of sewing machines, 
rate charged by defendant 42c per 
100 Ibs. 

Complainant claims that the rate 
charged by defendant is excessive, 
unreasonable and unjust, and prays 
that after due hearing and investi- 
gation defendant be made to an- 
swer such charges, to cease and de- 
sist from said violation, and asks 
reparation in the sum of $31.65. 

Collette & Hutchinson, represen- 
tatives. 


Gill, J. K., Portland, Ore., and Pa- 


cific Stationery & Printing Co.., 
Portland, Ore., vs. O. R. & N., Nor. 
Pac., Sou. Pac., Spokane P. & §&., 
Gt. Nor., C. M. & P. 8. et .al. 
(3547). 

Complainant alleges that for the 
past two years the charges for 
the transportation of manilla paper 
filing folders from Chicago, [IIl., 
Grand Rapids, Mich., Cincinnati, O., 
and various other points to Port- 
land, Ore., have been excessive, un- 
reasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges and to cease 
and desist from said violation, and 
to put in force more reasonable and 
just rates. 

Edward M. Cousin, attorney, 535 
Railway Exchange bldg., Portland, 
Ore. 


Glencoe Lime & Cement Co. of St. 


Louis, Mo., vs. Mo. Pac., St. L. I. 
M. &'S., Ill. Cent., C. & E. IL, Ter- 
minal Ry. Assn. of St. Louis, St. 
Louis & Merchants’ Bridge Ter- 
minal Co. (3546). 

Complainant alleges that the 
rates charged by defendant on soft 
coal, C. L., from points in Illinois 
to Glencoe, Mo., are excessive, un- 
reasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges, to cease and 
desist from said violation, and asks 
reparation in the sum of $823.29. 


Jola Portland Cement Co., The, of 


Iola, Kan., vs. A. T. & S. F., M. K. 
& T., Mo. Pac., C. B. & Q. et al. 
(3539). 

Complainant alleges that the de- 
fendants have filed with the Inter- 
state Commerce Commission tariffs 
advancing the: rates on Portland 
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cement from Iola, Kan., to various 


Complainant claims that the said 
increases in many instances amount 
to as much as 5c per 100 Ibs. 

Complainant claims that the 
rates charged by, defendants are 
excessive, unreasonable and unjust 
and prays that after due hearing 
and investigation defendants 
made to answer such charges, to 
cease and desist from said viola- 
tion, and to put in force more rea- 
sonable and just rates. 

Noble, Wm. K., of Fort Wayne, Ind., 
vs. Jonesboro, L. C. & E., St. L. 
& S. F., C. & E. I., Wabash and 
L. S. & M. S. (3542). 

Complainant alleges that on Dec. 


100 lbs. 


sum of $35.92. 


8, 1909, it shipped one carload of St. L. (3550). 
staves, weight 40,500 lbs. from Complainant 
Monette, Ark., to Bemont, MI11., 

charges collected $155.25. 

Complainant claims that the four iron grave 


charges should have been $113.40, 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges, to 


tion and asks 
sum of $41.85. 

R. B. Coapstick, attorney for com- 
plainant, Ft. Wayne, Ind. 


Freight Claims and Legislation 


reparation in the 


lected $7.74. 











“The article in the editorial columns of THE TRAFFIC 
WorRLD of the 17th, bearing upon the influence of over 
and under charges on legislation,” writes a large south- 
eastern shipper, “is certainly timely and to the point. 
Your northwestern shipper is up against the same prop- 
osition as his southeastern compeer. 

“The writer could, if necessary, produce twenty-five 
or more letters from railroad agents in the past six 
months demanding payment of undercharges where none 
existed. We can only get rid of the railroads’ importuni- 
ties in this regard by referring them to the tariff, page, 
line and item number, and, not infrequently, our first 
reply is apparently laid aside and information as to their 
own rates must be given the railroad by the consignee 
two or three times. If it is a combination rate we almost 
have to draw a diagram of it. 

“Of course, we know why this is: Some auditor’s 
clerk fancies he perceives an undercharge and issues a 
correction ‘on suspicion,’ and the agent’s clerks, follow- 
ing the line of least resistance, dun the consignee without 
investigation, on the principle that the consignee will 
either pay or produce tariff authority for the lower rate. 

“It is undoubtedly a fact that many, particularly 
among the smaller merchants, believe this to be a delib- 
erate attempt at extortion, and their votes count just 
as much as those of the man that is better posted on 
railroad procedure. . 

“Recently we wanted a quotation to a distant point 
in order to make a delivered price on several cars of 
our product, and made inquiry of four rail lines. The 
four quotations received were all different, and, as it 
subsequently transpired, all wrong. Had we sold on 
a basis of the lowest quotation received we would have 
lost nearly $400, as the correct rate was higher, and, of 
course, we would have had no redress. 
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Noble, Wm. K., of Fort Wayne, Ind., 
points. vs. B. & O. and Ill. Cent. (3541). 
Complainant alleges that on Feb. 
26, 1910, he shipped from Nappanee, 
Ind., to Dyersville, Ia., one carload 
of white ash heading, charges col- 
lected $97, rate charged 27c per 


Complainant claims that the pub- 
be lished rate at time of shipment $4.32, 
was 16c per 100 lbs., and prays that 
after due hearing and investigation G. 
defendants be made to answer such 
charges and asks reparation in the 


R. B. Coapstick, attorney for com- 
plainant, Fort Wayne, Ind. 
North Casket company, Fond du Lac, 
Wis,, vaG Coc & Bk. BG: Hi. ber, from El Paso, Tex., to Las 
Cent., C. & N. W. and P. C. C. & 


alleges that on 
March 11, 1910, it received at Fond 
du Lac, Wis., from Springfield, O., 


boxes of cement, weight 1,980 Ibs., 
rate charged by defendant 86c per 
100 Ibs., charges collected $17.03. 
Complainant also shipped April 
cease and desist from said viola- 9, 1910, two iron grave vaults from 
the same points, 
rate 86o per 100 Ibs., charges col- 


Complainant charges that rates 
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charged by defendants are unrea.- 
sonable, unjust and excessive, and 
prays that after due hearing and 
investigation defendants be made 
to answer such charges and to 
cease and desist from such viola. 
tions,—and to put in force a rate 
not to exceed Tlc. 

Reparation asked in the sum of 
with interest from April 9 
1910. 

M. Stephens, attorney, 1210 

Security bldg., Chicago, Ill. 
Rascom-Porter Co. of Las Cruces, N, 

M., vs. A. T. & S. F. (3544). 

Complainant alleges that it 
caused to be shipped on various 
dates thirty-two carloads of lum.- 


Cruces, N. M., rate charged by de- 
fendant 16c per 100 Ibs., charges 
collected $2,454.59. 

Complainant claims that the rate 
charged by defendant is excessive 
unreasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges, to cease and 
desist from said violation, and asks 
reparation in the sum of $887.69, 
with interest. 

Rufus Daniel, attorney for com- 
plainant, P. O. Box 955, El Paso, 
Tex. 


vaults and six 


weight 900 Ibs., 





“In this city there have been no less than eight 
‘claim bureaus’ started in the past six years, all solicit- 
ing freight bills to revise on a 50 per cent basis and 
otherwise. Two or three of them are still in existence. 
Without disparaging the good work that these gentlemen 
may do, for they doubtless do recover many overcharges 
that would not otherwise be collected, they are neverthe- 
less a tax on the shipping public and would be unneces- 
sary but for laxness on the part of the carriers in ob- 
serving their own rates. 

“When the railroads realize the importance of this 
feature of their business and strengthen their rate and 
billing departments by allowing sufficient force to do the 
work properly, and by paying salaries that will make 
rate work attractive to high-class talent, they will not 
only be able to effect material savings in their accounting 
and claim departments, but will remove the cause for 
much of the antagonism felt by part of the shipping 
public that is now reflected in adverse legislation.’ 


Organize New Law Firm 


Announcement has been made that Luther M. Walter 
and M. W. Borders have formed a partnership for the 
practice of law, giving special attention to interstate 
commerce cases. The firm name will be Borders & Wal: 
ters. 

Mr. Walters is well known to traffic men throug 
the country, having been for seven years connected with 
the legal department of the Interstate Commerce Com 
mission. While in that capacity he handled the litis@ 
tion in the Missouri river rate case, the Pacific coast 
lumber cases, the big-vein coal suit and the Galveston 
terminal case. Mr. Borders is no stranger to the legal 
fraternity. He has gained prominence as general coun 
sel for Morris & Co. 

The new firm has its offices in the Rookery building. 
Chicago. 
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NEWSPAPER COMMENT 


On Railway and Other Questions of National and Local Interest. 


The declination of Colonel Roosevelt to attend a 
banquet given at the Hamilton Club, Chicago, unless 
Senator Lorimer was excluded, although the senator had 
already been invited and had accepted the invitation, 
will doubtless be variously received by the public for 
whose acclaim the action was taken. The great ma- 
jority of persons, no doubt, will take the view that no 
insult can be too great to be put upon the senator who 
is accused of having purchased his seat. There is 
another and perhaps smaller class, however, who will 
maintain, even though they hold the political morals of 
the senator in equal or even greater contempt, that cer- 
tain amenities are to be preserved in social relations, 
even at the expense of missing a political point. This 
latter class will not except to the colonel refusing to 
place his knees beneath the mahogany with anyone 
whose morals he contemns—though he invited to the 
White House men whose character was as shady as 
Lorimer’s—but their criticism will be of the gaucherie 
of the action. For there was much more in the col- 
onel’s action than mere distaste of the presence of the 
senator at the banquet board. There was much of the 
grand-stand play about the whole affair, which leaves a 
bad taste in the mouth. 

We are advised that when royalty is invited to a 
dinner, a house party or a similar function the list of 
contemplated guests is submitted and royalty can revise 
it to suit its own views. But we have never -heard 
of even an emperor taking such action in a social mat- 
ter as has Colonel Roosevelt. No king in Europe would 
have assumed the lordly and gauche position taken by 
Mr. Roosevelt, and it is doubtful if any king, in revising 
a list of guests, would decline to sit with a member of 
the host’s own family, as Lorimer was a member of the 
Hamilton Club family. This, then, is one other thing 
that Colonel Roosevelt “never saw in all the courts of 


Europe,” though it is there, perhaps, he got his in- 
spiration. . 
Without any feeling of sympathy whatever for 


Senator Lorimer, 
doubt, 


who deserves whatever he gets, no 
but with a vast sympathy for the cultured por- 
tion of the Hamilton Club, and for all Americans who 
believe gentility is not the least of human attributes, 
We are tempted to give the advice to the colonel that 
he is continually handing out to the public: Be decent.— 
New Orleans Times-Democrat. 
ok * me 

The $3,000,000 Colorado & Southern refunding and 
extension 44% per cent bonds which a short time ago 
were offered for public subscription gave an opportunity 
for bond houses to judge to what extent the general 
investment public is in a mood to purchase high-grade 
bonds at a reasonable low price. While the refunding 
Securities brought out last month cannot be classed 
among the strictly gilt-edged bonds, they rank unusually 
high for securities of the second mortgage class, not 
Only because of the relatively small amount of securi- 
ties which have seniority over them, but because of the 





high credit of the railroad system responsible for their 
issuance. As the offering price represented practically 
a 4.75 per cent income return to the purchaser, it would 
be hard to understand why such an offering should not 
be readily taken. 

The interest on these bonds is exceptionally well 
secured, and the prospects are that the future will mark 
a steadily enlarging surplus over expenses, available for 
bond interest. In the fiscal year 1910, according to 
figures recently given out the Colorado & Southern 
earned a balance of $5,593,000, out of which to pay the 
$2,643,000 required for interest charges. This left 
$2,940,000 available for distribution among stockholders, 
as against $2,199,000 in the preceding fiscal year. 

Such a balance as this indicates how amply secured 
is the interest on the company’s mortgage obligations, 
and the fact that the management did not take advan- 
tage of this splendid showing to advance the dividend 
on the common stock above the 2 per cent annual rate 
inaugurated in 1908, even though such an advance ap- 
peared warranted, shows that the bondholders of the 
Colorado & Southern is acknowledged to be one of 
the most conservatively directed roads in the country; 
that the common dividend rate was held at 2 per cent, 
when the 1910 income returns disclosed that nearly 7% 
per cent had been earned for the common stock is in 
conformity with the policy of conservatism for which the 
road’s directorate has in the past been noted. 

Since the Colorado & Southern passed from the Haw- 
ley interests to the Burlington in 1908, the earnings and 
conditions of the property have improved almost con- 
tinuously, and the system is gradually being brought to 
the standard of the Hill line by which it is controlled. 
To what extent the road’s earning capacity has increased 
in the two years which have elapsed since the change of 
ownership may be judged from the following table, 
which gives the income account for the 12 months ended 
June 30, 1910, compared with 1909: 

1909. 


Se IE ras aie 00.6's 048 Wan wl 6 dials be $16,774,628 $15,080,412 
Cyermting CHDSMNON . . 6 icc cer ccccecceess 10,861,460 10,225,687 
OO PAS ees. ee ne eee 5,913,168 4,854,725 
Ratio, expenses and earnings............ 65.0% 68.1% 
NE? inns Lhd) de bikie KOEN YS 0 OSs ake ddd oO $ 475,933 $ 393,907 
TS a ey ee ee ee 5,437,235 4,460,818 
Ce SOE pe eed rete esegaesbeawes 156.336 421,723 
TORR PNT hi. a 9 04 nad Bh''.g Ce Se ob WatWes es 5,593,571 4,882,541 
DE SE WEE. os cawbwevs bwveewsab eee ¢ 2,643,873 2,683,682 
Ey Ais (aR wks < welew cM dnl kde o's 0d ened ua 2,949,698 2,198,859 
First preferred dividend ................ 340,000 340,000 
Second preferred dividend............... 340,000 340,000 
DEL 6.6 dsb 60rd0 oe nak de 66 Gn'd 6 0100 60464408 2,269,698 1,518,859 
COMMON GIVIGSDE cccciccicccevccccsecvece 620,000 620,000 
a pe Py ee Tee ee. ee ee 1,649,698 898,859 


The Colorado & Southern is one of the few roads 
which last year was able to show a relatively larger 
increase in net earnings than in gross. The gain in 
gross earnings over 1909 equaled 11% per cent; that in 
net earnings equaled nearly 22 per cent. In this way, 
for every additional dollar earned last year, the com- 
pany expended only an additional 38 cents. Such a 
showing as this, at a time when complaint was almost 
universal from railroad men that expenses were rising 
out of all proportion to earnings, shows exceptional oper- 
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ating ability on the part of the Colorado & Southern. 
A road making such a showing might well be justified 
in enlarging its distribution to shareholders, especially 
as the future stability of its earnings is assured through 
its now being the gulf outlet of the Hill system, but here 
again the conservative management of the company is 
indicated. Instead of establishing the road’s stock on 
an advanced dividend plan, the Colorado & Southern 
directors and officers have devoted their time to improve- 
ment and extension work, part of which will be financed 
with the proceeds of the $3,000,000 bond issue just sold. 
The road has under construction in Wyoming and 
Colorado a line which, when completed, will enable it to 
abandon the use of Union Pacific tracks, and have its 
own line entirely from Orin Junction, Wyo., its northern 
terminus, to Galveston, Tex. The management is making 
an effort to strengthen the road in that territory, into 
which heavy immigration has gone in recent years, and 
where large areas have been cut up into farm lands. 
In Texas, particularly, the prospects of the road are 
bright for increasing traffic in cotton, wheat and corn. 
With the road being brought up to the standard of 
the other Hill lines, it naturally follows that expansion 


of net earnings will continue just as rapidly as the 
standard is raised, for every improvement made cuts 
down cost of transportation. Last year the ratio of 


operating expenses to gross earnings was lowered from 
68.1 per cent to 65 per cent. The road has been favored 
with substantial passenger and freight rates, and its per 
ton mile revenue has long averaged higher than have 
those of such systems as the Atchison and Burlington. 
In this respect the road has been fortunate, but at the 
same time its conducting transportation charges have 
also been higher than those of the other roads mentioned. 

The growth of the system has been remarkable, espe- 
cially in view of the fact that its capitalization per mile 
is to-day actually less than it was five and six years ago. 
In 1905 the aggregate of stock and bonds outstanding 
was $61,600 per mile, now it is approximately $56,000. 
Yet since 1905 gross earnings have increased $1,100, 
while the surplus over charges has almost trebled. The 
enlargement of mileage since the Burlington took control 
has been accompanied by practically no increase in capi- 
talization, and this has made it possible for the road to 
show so well in comparison with earlier years. 

The refunding 4%s are therefore in the position of 
being secured by a rapidly growing road which is pre- 
paring well for its future. There are outstanding $30,- 
900,000 refunding securities, including the $3,000,000 sold 
last month, and they are a direct lien on the greater 
part of the line, subject to a first mortgage of $19,402,000. 
The refunding bonds are a first lien on all the bonds and 
on practically all the stock of subsidiary companies own- 
ing 622 miles of road; in all, they are secured by 2,219 
miles of road.—Boston Christian Science Monitor. 

aE * * 


Secretary Ballinger seems incapable of realizing that 
his presence in the cabinet discredits the whole Taft 
administration. He repeated again Wednesday at Seat- 


tle that with his consciousness of rectitude in every act, 
in private and public, he did not fear the criticism of 
any man or set of men. 

Neither Mr. Pinchot nor Mr..Glavis nor any of their 
faction has openly attacked Secretary Ballinger’s integ- 
rity, and it is not the issue in the controversy. The 
real issue is Mr. Ballinger’s fitness to protect and safe- 
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guard the nation’s natural resources. On that issue the 
overwhelming verdict of public opinion is against him. 

It may be admitted that the assailants of Secretary 
Ballinger have not been altogether sincere or honest in 
their campaign against him. On the other hand, Mr 
Taft and Attorney-General Wickersham also misrepre. 
sented facts in his defense. The congressional commit 
tee of investigation in turn has played politics with the 
whole matter. On one side there has been an obvious 
effort to postpone the report until after election, and on 
the other open maneuvering in the attempt to injure 
the administration before the election. Secretary Ral- 
linger was among the first to demand an investigation. 
He should welcome the early publication of the com- 
mittee’s report and realize that his usefulness in the 
cabinet is destroyed. 

If he were a man of delicacy of feeling, in the cir- 
cumstances, he would resign without further delay 
Trinidad (Colo.) Advertiser. 


Wall Street Hails Otis Decision 








How Wall street and the financial circles in genera] 
have received Judge Otis’ decision striking at state rate- 
making power is epitomized in the following extracts 
from the weekly letter of Alfred Mestre & Co. of New York: 

“By all odds, the most important event of the week 
was the submission by Judge Otis at St. Paul of his findings 
in the so-called Minnesota rate case which has been pend- 
ing before the court for three years. His ruling, of course, 
is not conclusive, as it is subject to confirmation by ihe 
United States Circuit Court of Appeals, and the decision 
of that body in turn will undoubtedly be followed by an 
appeal to the Supreme court of the United States. In the 
ruling, Judge Otis lays down two important principles. 
He holds that the state legislature has no right to enact 
laws which interfere with or infringe upon the province of 
the Interstate Commerce Commission; in other words, that 
the state’s right to regulate intrastate business is sub 
servient to the requirements of interstate business, and 
that it is almost impossible to attempt regulation of 
rates within the state which does not either directly 
or indirectly also affect interstate rates. This 
practically speaking, that the various state legislatures 
have no constitutional right to meddle with railroad rates. 
It reserves that privilége, or duty, to the Interstate Com- 
merce Commission. The full force of the ruling on this 
point has been somewhat nullified by the disinclination 
shown by state legislatures during the last two years to 
enact laws pertaining to rates. So many of such laws were 
upset by the courts that the politicians lost something of 
their fervor in this direction, and it may be said that ob- 
noxious state legislation against railroads became unfash- 
ionable a year or two ago. The decision of Judge Otis, 
of course, will serve to prevent a resuscitation of a piactice 
which had already become virtually lifeless. This, in itself, 
is a thing worth while. 


means, 


“Of perhaps more vital concern under existing circu: 
stances was his ruling that railroads are entitled to earn 
7 per cent on the actual valuation of their préperty which 
is used in connection with their business as common 
carriers. This excludes outside interests such as land 
holdings, ore reserves or the ownership of securities in 
other corporations. Furthermore, according to his find- 
ings, the question of capitalization is wholly extraneous ‘° 
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the business of rate-making, and should receive no consid- 
eration in connection therewith. The actual value of the 
property involved in the work of transportation should, in 
his view, be the thing to be considered in determining the 
reasonableness or unreasonableness of railroad rates. The 
valuation placed upon the Great Northern and the Northern 
Pacific properties by him was in excess of the face value 
of the outstanding stocks and bonds, exclusive of the cor- 
porations’ possessions not directly connected with the trans- 
portation business. An appraisal of the great majority, if 
not practically all, of the railroads in the country, would 
undoubtedly show a valuation equal to or in excess of their 
outstanding capitalization. Under his interpretation of the 
law, such roads would be permitted to demand a rate 
which would yield a net return of 7 per cent on this actual 
valuation. That would mean that dividends would not 
necessarily be limited to 7 per cent on the stock. The great 
bulk of the bonded indebtedness of the railroads of the 
country bears 4 per cent interest. Judge Otis would allow 
them to earn 7 per cent, so the companies would save, 
say, 3 per cent, representing the difference between what 
they actually had to pay out as interest on bonds, and the 
amount which they would be permitted to make on the 
property underlying the bonds. This margin saved on 
bond interest, as it were, would be applicable toward divi- 
dends on the stock, in addition to the 7 per cent which 
a road would be permitted to earn on the valuation repre- 
sented by the stock. This principle, if adopted by the higher 
court and generally applied, would materially simplify the 
problem of the railroads, and dissipate a great Jeal of 
confusion which exists in the public mind concerning rate- 
making. Going upon this theory, the nominal capitalization 
would be entirely left out of account and in its place would 
be substituted the actual money value of the railroad prop- 
erties, as a basis for determining the justice or injustice of 
rates, and any rates which would not yield a return of 7 
per cent on this valuation would be declared confiscatory 
and consequently illegal. 

“Whether or not this principle will be accepted by the 
Supreme court of the United States remains to be seen. 
Probably three fonths will elapse before the Circuit court 
renders its decision on the Master’s ruling, and a year or 
two longer may be expected to pass before the Supreme 
court of the United States acts upon the question. Ob- 
viously, the matter is therefore one which is not likely 
to have any great immediate influence upon conditions in 
the railroad world, or sentiment in the financial district.’ 


Craffic World Changes 





Walter S. Williams has been appointed general agent 


of the freight and passenger traffic departments of the 
Rock Island lines, with headquarters at Spokane, Wash. 
T. H. Simmons succeeds Mr. Williams as commercial 
agent at Cedar Rapids, Ia. 

F. E. Heafer has been appointed general freight and 
Passenger agent of the Gulf, Texas & Western railway, 
With headquarters at Jermyn, Tex. 


O. A. Toole has been appointed commercial agent 
of the Macon & Birmingham Railway company, with 


headquarters at Macon, Ga., vice Mr. J. G. North, re- 
Signed. 
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THE SCENIC HIGHWAY 
THROUGH THE |“), 


Lano or Fortune 
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When You Ship to the 


Northwest 


Route your freight via the Northern Pacific Railway for 
quick service. The same superior facilities which have 
made this line notable as a passenger carrier are afforded 
for the prompt and speedy transportation of freight ship- 
ments, both carload lots and L. C. L 


SERVICE THAT SETS THE PACE 
Between the Head of the Great Lakes, the upper Mississippi 


Valley and the North Pacific Coast. 


Route of the de luxe ‘‘North Coast Limited” and four other 
daily electric-lighted transcontinental passenger trains. 


May we serve you? 


A. M. CLELAND 


Gen’! Passenger Agent 
ST. PAUL 


J.B. BAIRD 
Gen’l Freight Agent 
ST. PAUL 


Passenger and Freight Representatives in Principal Cities 


DO YOU NEED HELP? 


Experienced Traffic and Office 
Man Wants Opening for Serv- 


ices and Investment. 


Add. {K, {@—Care Traffic Service Bureau. 





FREIGHT TRAFFIC MAN 


Experienced in handling Railroad Freight Rates, 
General Transportation Matters and well posted 
in State and Interstate Commerce Laws, wants 
position as head of Freight Department of an In- 
dustrial Concern or an Association of Shippers. 
Will go anywhere at moderate salary and get re- 
sults. 


Address TRAFFIC MAN 





c/9° Traffic Service Bureau. 
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Freight Forwarders, 


Warehousemen, Custom House Brokers, etc. 


CATHCART TRANSFER UNION “TRANSFER & 
STORAGE CO. 
INDIANAPOLIS, IND. 


RE 
DODD & CHILDS EX- 


|  & STORAGE CO. : 
GA. 


“ATLANTA, 


| 





BALTIMORE TRANS- 


FER CO. PRESS CO. 
Light & Lombard Sts. 2 Exchange Place 
BALTIMORE, MD. JERSEY CITY, N. J. 





ee * 
ADAMS TRANSFER & 


GREANEY BROS. 


STORAGE CO. 
oe ee 228 W. 4th St. 
BROOKLYN, N. Y. KANSAS CITY, MO. 





CALIFORNIA WARE- 
HOUSE CO. 


LOS ANGELES, 


J. C. BUCKLES TRANS. 
co. 


217-219 W. 2d St. 


| CINCINNATI, OHIO CAL. 





COMMERCIAL WARE- 
HOUSE CO. 


- LOS ANGELES, 


CLEVELAND STORAGE 
co. 


CLEVELAND, 


OHIO CAL. 





PATTERSON TRANS- 
FER CO. 


BUCKEYE TRANSFER & 
STORAGE CO. 


| COLUMBUS, 


OHIO 


MEMPHIS, 


TENN. 





COLORADO WARE- 
HOUSE CO. 


F. A. WALSH & CO. 
MILWAUKEE, 


COLO. WIS. 


DENVER, 





DENVER TRANSIT & | MINN. TRANS. & STOR- 


WAREHOUSE CO. AGE band 
122 S. sth St. 
pant fe CUES. MINNEAPOLIS, MINN. 





|THE PECK & BISHOP 
co. 


NEW HAVEN, 


| E. S. BELDEN & SONS 
HARTFORD, 


acer CONN. 















| HARRISBURG TRANS- 








WARWICK - THOMSON 
FER CO. co. 
Pennsylvania Depot 654-660 West St. 
HARRISBURG, PA. Ki: yor oy 


NEW YORK 











AGE CO. 


OMAHA, 


OMAHA VAN & STOR. 


NEB. 





PHILADELPHIA WARE. 


HOUSE CO. 


PHILADELPHIA, 


PA. 





O. E. JONES 
PROVIDENCE, 


R. 1. 





PROVIDENCE WARE- 


HOUSE CoO. 
PROVIDENCE, 


R. L. 


BOWMAN TRANSFER S. 
& W. CO. 

708 E. Main St. 
RICHMOND, 





VA. 


BROWN TRANS. & 
STORAGE CO. 
goo S. 6th St. 


ST. JOSEPH, « 









MO. 


SEATTLE TRANSFER 
co. 
SEATTLE, 





WASH. 


GEORGIA LIGHTERAGE 
& TRANSFER CO. 


SAVANNAH, 





| AMERICAN STORAGE & 
| MOVING CO. 


ST. LOUIS, 





GA. 


| THE TOLEDO WARE- 


HOUSE CO. 


TOLEDO, 





1309-19 Lagrange Street. 


OHIO 


MO. 
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Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 





BINGHAMTON, N, Y. 


MERCHANTS’ WAREHOUSE COM- 
PANY. Storage, transfer and for- 
warding. The Quackenbush Company. 





BUFFALO, N. Y. 


BUFFALO STORAGE & CARTING 
CO., 350-556 Seneca St. “Unsurpassed 
facilities’”’ for storing, handling, trans- 
ferring and forwarding goods. Tele- 
phone No. 683. 


CHICAGO, ILL. 


BELT LIND TRANSFER & STORAGHD 
CO., warehouses located at 76th and 
Wallace Sts., on Belt Railway; office, 
4 Sherman St.; do a general storage 
and transfer business; issue nego- 
tiable warehouse receipts, good at any 
bank. 


JUDSON FREIGHT FORWARDING 
CO., INC., 443 Marquette Bldg. Car- 
load distribution to all railroads at 
Chicago without teams; L. C. L. ship- 
ments of machinery forwarded at re- 
duced rates to ali principal western 
and Pacific Coast points. 


MIDLAND WAREHOUSE & TRANS- 
FER CO., 43d and Robey Sts. Belt 
line warehousing and reshipping with- 
out teams. Carloads received rail or 
lake and reshipped rail, L. C. L., at 
Chicago rates. Insurance rate, 29c. 


G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehousemen and insurance 
agents; custom house brokers and 
custom house attorneys. 





DALLAS, TEX, 
W. M. EDWARDS, JR., 113 Austin St. 


General transfer and forwarding 
agent; reshipping; storage; ware- 
house. Carloads or less consigned to 


our care will be delivered promptly. 


SETROIT, MICH. 


E. FERGUSON CO., LTD., foot of 
Fourth St. Authorized cartage agents 
for the MICHIGAN CENTRAL 2. R. 
CO. Genera] cartage and forwarding. 
Special attention to carload distribu- 

on, 


THE READING TRUCK CO., 6th and 
Congress §ts. Authoriged cartage 
agents for the Wabash and Canadian 
Pacific railways and for the Anchor 
Line steamers, Special attention given 
to distribution of carload freight for 
two or more parties. Merchandise de- 
livered as ordered. 


ELMIRA, N. Y. 


ELMIRA STORAGE & SUPPLY CO. 
General storage, transferring and for- 
warding. Warehouses accessible to 
all railroads. Prompt service. 


KANSAS CITY, MO. 


K. & M. STORAGD Co., Ninth and 

Santa Fe Sts. 

Track connection with all roads en- 
tering city. 

Carloads stored, distributed and re- 
shipped. 

Track capacity, eight cars a day. 

Low insurance, prompt, satisfactory 
service, 

Bonded in accordance with state laws. 


LOS ANGELES, CAL. 


LOS ANGELES TRANSFER CoO., 
S. Broadway. Baggage and freight 
distribution; consignments and car- 
loads our specialty. Established 18865. 
Wholesale distributors and manufac- 


830 


LOUISVILLE, KY. 


LOUISVILLB PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses. 





ST, LOUIS, MO. 


ASHLEY WAREHOUSE CO. Bonded 
and general storage. Drayage facili- 
ties. Cars promptly handled. Custom 


house entries attended to. Insurance 
18c. Track connections. 
BONDED EXPRESS & TRANSFER 


CO. Distributors of bulk shipments, 
— or less. Consignments so0- 
cite 





SALT LAKE CITY, UTAH. 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bldg. General transfer 
and distributing agents. Carload dis- 
tribution our specialty. Reliable and 
prompt, Established 1872. 


UE SEEN EEE EERE 


SCRANTON, PA. 


MERCHANTS’ WAREHOUSE co. 
Commercial storage, transfer and for- 
warding; railroad sidings. The Quack- 
enbush Co., proprietors. 





SAVANNAH, GA. 


SAVANNAH WAREHOUSING co. 
Wholesale distributors and manufac- 





a neal 
te 





turers’ agents. Modern brick ware- 
house and unexcelled 

facilities. We make a specialty of 
representing manufacturers 

goods at Savannah for supplying 
southern trade. Prompt attention 
given carload shipments for distribu- 
tion. Drayage. 





WILKESBARRE, PA. 


oe  ARBHOUSS co. 
orage, ransfer and forwarding. 
The Quackenbush Co. 


The Legal End 











UST in the same manner in 
which The Traffic Service 
Bureau has made a reputation 
for furnishing technical data 
on traffic matters, so is it now 
prepared to assist patrons in 
handling the legal phases of 
their shipping business. 


HE Traffic Service Bureau 

is able to offer you the 
services of its legal depart- 
ment, under the personal 
direction of our General 
Counsel. Wecan act either 
as consulting attorney or as 
attorney of record; we will 
handle your case from start to 
finish, or assist in the prepara- 
tion of such legal data as your 
own personal counsel may not 


have at hand. 

A® in all other departments, 
your wants are our only 

limitations. 








The Traffic Service Bureau 
26 Jordan Building, Washington, D, ¢. 


Lega: Department 
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YOU DONT HAVE TO BE A LAWYER 


To Be a Successful Traffic Man, 
BUT— 
You must be grounded in a knowledge of commerce law 


Not, of course, the minute, technical knowledge of the traffic 
attorney, but a broad general understanding of the principles that are 
fundamental in the construction and interpretation of our statutes govern- 
ing interstate commerce. Complex methods of doing business, methods 
undreamed of by our forefathers, have made necessary much legislation 
that the successful traffic man of to-day must know. 


It is this knowledge that is one of the distinguishing features between a 
traffic manager and e chipping clerk. 


To give this broad knowledge of the law, this general but accurate 
survey of the entire field of commerce legislation, there is one work 
whose supremacy has never been disputed. That is 


“Hutchinson on Carriers” 


Since its first appearance it has been recognized as the one work 
authoritatively treating the entire field. It has been revised and brought 
thoroughly down to date. The latest edition, the third, retains all the 
essential features of the previous editions, but has been revised and 
enlarged to cover the many new developments since the appearance of 
the second edition- 


Don’t you think a work that has been able to hold the lead since 
1879 shoold be in your business library? 


“Hutchinson on Carriers”’ is divided into fifteen chapters, contains 
1446 sections (1,000 of which have been revised or rewritten), deals with 
11,000 cases (6,000 of which have been added since the second edition) 


and 30,000 citations. 
3 Volumes, $18.00 net. 


The Traffic Service Bureau 


603-5 Westory Building 126 MARKET STREET 
Washington, D. C. Chicago, Ill. 
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